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Chapter  I 

Executive  Summary 


By  any  measure,  the  United  States  National  Airspace  System  is  the  busiest  in 
the  world.  There  are  now  approximately  250  commercial  operators,  serving 
over  550  airports,  enplaning  over  300  million  passengers.  In  addition,  there 
are  over  200,000  aircraft  traversing  the  Nations  airways.  The  performance 
characteristics  of  these  aircraft  vary  widely  and  the  trend  is  toward  the 
production  of  more  sophisticated  aircraft  which  will  intensify  the  use  of 
controlled  airspace  and  the  services  which  FAA  provides.  The  continuing 
growth  projected  in  these  forecasts  poses  unique  challenges  for  the  FAA  in 
accomplishing  its  statutory  mission,  that  being  "service  to  the  Nation  by 
providing  a  safe  and  efficient  aviation  system  which  contributes  to  national 
security  and  the  promotion  of  U.S.  aviation." 

REVIEW  OF  1984 

Fiscal  1984  continued  the  strong  aviation  recovery  that  had  begun  a  year 
earlier.  Like  the  prior  five  years  under  deregulation,  1984  has  also 
witnessed  a  number  of  changes  in  the  overall  structure  of  the  commercial 
aviation  community.  These  changes  have  placed  new  demands  on  the  National 
Airspace  System.  They  have  caused  both  the  old  established  carriers  as  well 
as  the  new  users  of  the  Nation's  Airspace  to  reevaluate  their  past  methods  of 
conducting  day-to-day  operations.  Relationships  that  had  existed  between 
competitive  airlines,  between  airline  management  and  labor,  between  airlines 
and  aircraft  manufacturers,  and  between  airlines  and  Government  are  all  being 
reassessed  In  light  of  the  new  demands  of  the  marketplace. 

At  the  end  of  fiscal  1984,  there  were  49  certificated  airlines  engaged  In 
scheduled  domestic  air  service.  Of  this  total,  29  were  carriers  that  had 
been  certificated  since  deregulation.  In  fiscal  1984,  those  carriers 
certificated  since  deregulation  accounted  for  12.0  percent  of  scheduled 
domestic  revenue  passenger  miles,  16.7  percent  of  domestic  enplanements,  and 
19.6  percent  of  domestic  departures.  These  numbers,  in  part,  reflect  the 
impact  that  dereguilation  has  had  on  the  commercial  aviation  industry. 

After  incurring  operating  losses  totaling  $1.6  billion  during  the  four  year 
period  1980  to  1983,  U.S.  certificated  air  carriers  earned  a  record  $2.0  bil¬ 
lion  operating  profit  in  fiscal  1984.  The  financial  turnaround  in  1984  can 
be  attributed  to  a  number  of  factors.  Domestic  passenger  yields  Increased 
almost  10.0  percent  following  the  intense  price  competition  and  fare  wars  so 
prevalent  throughout  1982  and  much  of  1983.  Wage  and  productivity 
concessions  from  airline  employees  and  a  third  year  of  declining  fuel  costs 
combined  to  hold  increases  in  operating  expenses  to  a  minimum.  However, 
despite  record  profits,  there  continues  to  be  cause  for  concern  within  the 
industry.  In  1984,  14  carriers  posted  operated  loses,  5  carriers  filed  for 
Chapter  11  bankruptcy,  and  4  carriers  earned  almost  70  percent  of  total 
Industry  profits.  We  expect  the  overall  structure  of  the  commercial  aviation 
industry  to  continue  to  change  for  some  years  to  come. 


2 


vvv 


During  1984  the  commuter  airline  industry  continued  to  exhibit  the  strong 
rates  of  growth  it  has  shown  since  1969.  Revenue  passenger  enplanements  were 
up  14.3  percent  and  revenue  passenger  miles  grew  by  16.7  percent. 

The  general  aviation  Industry  appears  to  be  undergoing  substantial  structural 
changes.  Shipments  of  general  aviation  aircraft  declined  for  a  sixth 
consecutive  year  in  1984.  Concurrently,  general  aviation  aircraft  prices  and 
operating  costs  have  been  increasing  faster  than  the  rate  of  inflation. 
During  this  period,  we  have  also  witnessed  the  significant  growth  of 
ultralight  sales,  vehicles  which  provide  a  relatively  low  cost  alternative 
for  recreational  flying  in  conventional  aircraft.  Additional  evidence  which 
shows  that  general  aviation  growth  may  be  moderating  is  the  continuing 
decline  in  the  numbers  of  student  and  private  pilots.  Ultimately,  the 
shrinking  stock  of  pilots  and  the  slowing  in  the  expansion  of  the  active 
fleet  will  reduce  the  rate  of  growth  of  activity  at  FAA  facilities. 

ECONOMIC  FORECASTS 

The  forecast  presented  herein  are  based  on  improved  models  of  general 
aviation  and  air  carrier  activities  and  on  forecasts  of  economic  variables  as 
contained  in  the  table  below. 
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The  overall  outlook  for  the  forecast  period  la  for  strong  economic  growth, 
relatively  stable  fuel  prices,  and  noderate  Inflation.  Reflecting  the  strong 
U.S.  economy,  aviation  activity  is  expected  to  exhibit  relatively  strong 
growth  throughout  the  forecast  period.  This  growth  is  consistent  with 
forecasted  long-term  economic  growth.  In  any  given  year  there  may  be  some 
perturbation  from  the  long-term  growth  trend  because  none  of  the  economic 
models  are  sufficiently  precise  to  predict  such  turning  points. 

AVIATION  ACTIVITY  FORECASTS 

Domestic  air  carrier  revenue  passenger  miles  are  forecast  to  Increase  at  an 
annual  grovth  rate  of  4.9  percent  during  the  1985-1996  time  period.  Domestic 
enplanements  are  forecast  to  Increase  by  4.5  percent  annually  during  the  aame 
time  period,  a  rate  somewhat  slower  than  passenger  mile  growth  due  to  longer 
passenger  trip  lengths.  Air  carrier  aircraft  operations  are  forecast  to 
Increase  at  an  annual  rate  of  2.0  percent  over  the  forecast  period.  The  high 
growth  in  revenue  passenger  miles  and  enplanements  relative  to  operations 
reflects  the  baseline  air  carrier  assumptions  of  higher  load  factors,  larger 
seating  capacity  for  air  carrier  aircraft,  and  longer  passenger  trip  lengths. 

In  1985,  the  commuter  carriers  are  expected  to  enplane  23.7  million 
passengers,  6.6  percent  of  all  fare  paying  passengers  in  scheduled  domestic 
air  service.  By  1996,  these  carriers  are  expected  to  carry  54.2  million 
passengers  and  account  for  9.3  percent  of  all  domestic  passenger  enplanements. 
Commuter  carriers  are  expected  to  continue  the  trend  toward  purchase  of  small 
jet  aircraft  and  larger  propeller  driven  aircraft. 
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Nationally,  commuter/air  taxi  aircraft  oparatlona  ara  expected  to  almost 
double  their  1984  voIum  by  1996*  The  larger  air  carrlera  are  expected  to 
continue  their  route  rationalisation,  although  at  a  slower  pace  than 
exhibited  during  the  peat  six  years.  Commuter  airlines  will  continue  to  move 
into  those  markets  abandoned  by  these  carriers,  performing  more  operations 
with  smaller  aircraft  than  those  flown  previously  by  the  larger  air 
carriers.  In  addition,  the  coasuters  are  expected  to  continue  their 
development  of  new  markets  in  those  smaller  communities  which  show  potential 
for  supporting  regularly  scheduled  service. 

Increased  business  use  of  general  aviation  continues  to  be  reflected  in  the 
changing  character  of  the  fleet.  The  more  expensive  and  sophisticated  turbine 
powered  part  of  the  fixed-wing  fleet  is  expected  to  more  than  double  between 
1984  and  1996.  The  total  fleet,  78.0  percent  single  engine  piston  aircraft 
in  1984,  will  grow  by  only  26.8  percent.  Fixed-wing  turbine  powered  aircraft 
accounted  for  4.4  percent  of  the  fleet  in  1984.  By  1996,  the  percentage  will 
Increase  to  6.8  percent. 

FAA  WORKLOAD  FORECASTS 

Aviation  activity  at  FAA  facilities  continues  the  upward  growth  pattern  which 
began  in  1983.  The  demand  for  FAA  operational  services  is  anticipated  to 
Increase  over  the  forecast  period  as  a  result  of  continued  strong  growth  in 
aviation  activity.  Total  aircraft  operations  at  FAA  towered  airports  are 
forecast  to  Increase  to  91.9  million  in  1996,  a  4.1  percent  annual  growth 
rate  over  the  56.9  million  operations  achieved  in  1984. 
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The  Increased  use  of  avionics  by  commuter  airlines  and  general  aviation  are 
expected  to  contribute  most  of  the  growth  In  instrument  operations  at  FAA 
towered  airports.  lnstruaent  operations  are  forecast  to  Increase  from  37.3 
alllion  operations  in  1984  to  53.9  ailllon  in  1996,  a  3.1  percent  annual 
growth  rate. 

The  workload  at  the  Air  Route  Traffic  Control  Centers  is  forecast  to  Increase 
at  a  3.1  percent  average  annual  rate  between  1984  and  1996.  The  increased 
deaand  will  coae  primarily  from  commuter  airlines  and  general  aviation. 
Commuter  aircraft  handled  at  the  Centers  are  projected  to  more  than  double 
over  the  next  12  years. 

In  summary,  aviation  activity  Is  expected  to  continue  the  upturn  begun  In 
fiscal  1983  and  to  grow  at  a  faster  rate  than  the  general  economy.  Aviation 
will  continue  to  dominate  all  other  transportation  modes  In  the  commercial 
Intercity  passenger  market.  Commuter  airline  operations  and  business  use  of 
general  aviation  are  expected  to  experience  greater  growth  than  the  larger 
established  airlines  and  personal  use  of  general  aviation. 


Chapter  I! 

Economic  Environment 


REVIEW  OF  1984 

The  current  economic  expansion,  which  began  in  1983,  is  comparable  to 
some  of  the  most  robust  recoveries  of  the  post-war  period.  This  recovery 
has  been  characterized  by  a  favorable  mix  of  rising  output,  declining 
inflation,  and  falling  energy  prices.  In  fiscal  1934,  the  second  full 
year  of  economic  expansion,  gross  national  product  rose  $359  billion  or 
11.0  percent.  Gross  national  product,  adjusted  for  price  changes,  rose 
7.0  percent.  Consumer  prices  continue  to  increase  at  relatively  low 
rates,  which  Indicates  that  inflation  is  well  under  control.  The 
consumer  price  index  for  all  urban  consumers  rose  only  3.3  percent  in 
fiscal  1984.  Increasing  supplies  of  oil  accompanied  by  reduced  demand, 
mostly  due  to  conservation  and  the  development  of  alternative  sources  of 
energy,  have  continued  to  exert  downward  pressure  on  fuel  prices.  The 
oil  and  gas  deflator  declined  4.2  percent  in  fiscal  1983  and  1.5  percent 
in  fiscal  1984. 

Overall,  1985  should  be  a  year  of  strong  economic  growth.  Inflation  is 
expected  to  remain  in  the  moderate  range  as  fuel  prices  continue  to 
decline.  Declining  fuel  prices,  low  inflation  rates,  and  an  expanding 
economy  will  all  contribute  to  a  continuation  of  the  upturn  in  aviation 
activity  begun  in  1983. 

FORECAST  ASSUMPTIONS 

The  economic  scenario  utilized  in  developing  the  FAA  Baseline  Aviation 
Forecasts  for  the  period  1985-1990,  was  provided  by  the  Executive  Office 
of  the  President,  Office  of  Management  and  Budget.  For  the  period 
1991-96,  the  economic  scenario  utilized  consensus  growth  rates  of  the 
economic  variables  prepared  by  Chase  Econometrics,  Data  Resources,  Inc., 
Evans  Economics,  Inc. ,  and  Wharton  Econometric  Forecasting  Associates. 
The  data  are  presented  in  tabular  form  in  Chapter  IX.  The  principal 
series  used  in  preparing  the  forecasts  are  presented  here.  Specific 
assumptions  used  in  the  individual  models  are  discussed  in  the  following 
pages. 

FORECASTS 

Gross  national  product,  adjusted  for  price  changes,  is  expected  to  grow 
at  an  annual  rate  of  3.4  percent  throughout  the  forecast  period,  slightly 
above  the  average  growth  rate  of  3.3  percent  exhibited  during  the 
1975-1981  period.  Economic  expansion  is  forecast  to  continue,  with  real 
gross  national  product  increasing  by  4.0  percent  in  both  fiscal  1985  and 
1986. 
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Consumer  prices  are  expected  to  remain  in  the  moderate  range,  increasing 
by  an  average  annual  rate  of  4.7  percent  over  the  forecast  period. 
Inflation  is  forecast  to  increase  by  only  4.0  percent  in  fiscal  1985  and 
4.3  percent  in  fiscal  1986.  Fuel  prices  are  expected  to  decline  7.2  per¬ 
cent  in  fiscal  1905  and  1.4  percent  in  fiscal  1986.  Over  the  entire 
forecast  period,  fuel  prices  are  predicted  to  increase  at  an  annual  rate 
of  3.5  percent,  considerably  lower  than  the  forecast  of  the  average 
annual  inflation  rate. 


Chapter  III 

Commercial  Air  Carriers 


As  of  November  1984,  there  were  approximately  67  commercial  airlines  reporting 
traffic  and  financial  data  to  the  Civil  Aeronautics  Board  on  Form  41.  Of  this 
total,  49  were  engaged  In  scheduled  air  service  and,  as  such,  represent  the 
base  on  which  the  air  carrier  forecasts  contained  herein  are  formulated.  A 
listing  of  commercial  air  carriers  can  be  found  In  Appendices  A  and  B. 

REVIEW  OF  1984 

Financial  Results 

After  incurring  operating  losses  totaling  almost  $1.6  billion  during  the  four 
year  period  between  1980  and  1983,  U.S.  certificated  air  carriers  earned  a 
record  $2.0  billion  operating  profit  in  fiscal  1984.  In  fact,  fourth  quarter 
FY-84  marked  the  sixth  consecutive  profitable  quarter  for  the  industry,  a 
period  during  which  the  industry  posted  operating  profits  in  excess  of 
$2.8  billion.  Although  the  industry  debt  structure  ate  away  most  of  these 
operating  profits,  the  industry  still  managed  to  post  a  net  profit  of  almost 
$900  million  in  fiscal  1984. 

The  financial  turnaround  in  1984  can  be  attributed  to  a  number  of  factors.  On 
the  revenue  side,  improved  yields,  the  average  revenue  received  per  passenger 
mile,  were  certainly  a  contributing  factor.  The  intense  price  competition  and 
fare  wars  that  were  so  prevalent  throughout  1982  and  much  of  1983  subsided 
somewhat  in  1984,  although  there  were  signs  that  pointed  toward  a  possible  new 
outbreak  of  fare  wars  in  certain  markets.  On  a  system  wide  basis,  passenger 
yields  increased  almost  7.0  percent  in  1984  and  were  responsible  for  at  least 
half  of  the  12.9  percent  increase  in  operating  revenues.  Domestic  yields 
increased  almost  10  percent  in  1984  while  international  yields  declined  by 
4.0  percent. 

On  the  expense  side,  two  factors — wage  and  productivity  concessions  from 
airline  employees  and  a  third  consecutive  year  of  declining  jet  fuel 
prices — combined  to  hold  the  increase  in  operating  expenses  to  only 
5.8  percent  in  1984,  this  despite  a  10.0  percent  increase  in  the  number  of 
seat  miles  flown.  In  1984,  the  average  price  paid  for  jet  fuel  declined  by 
6.3  percent,  5.8  percent  in  domestic  markets  and  8.5  percent  in  international 
markets. 

Despite  record  profits  in  1984,  there  continues  to  be  cause  for  concern  within 
the  industry.  In  1984,  14  carriers  posted  operating  losses,  5  carriers — Air 
Florida,  Air  One,  American  International,  Capitol  and  Wien  Air  Alaska — filed 
for  bankruptcy  under  Chapter  II,  and  4  carriers — American,  Delta,  United  and 
U.S.  Air— earned  operating  profits  of  $1.4  billion,  almost  70  percent  of  total 
Industry  profits.  These  facts  point  out  the  fact  that  tremendous  differences 
continue  to  exist  among  the  various  air  carriers  with  regard  to  their 
financial  condition. 


AIR  CARRIER  CAPACITY  AND  TRAFFIC  TRENDS 


Traffic  and  Capacity 


Passenger  traffic  on  U.S,  commercial  air  carriers  Increased  for  a  third 
consecutive  year  in  fiscal  1984,  with  revenue  passenger  miles  increasing  by 

7.8  percent  and  enplanements  by  8.0  percent.  The  strength  of  the  U.S.  economy 
was  largely  responsible  for  a  6.4  percent  Increase  in  domestic  revenue 
passenger  miles  and  a  7.9  percent  increase  in  domestic  enplanements,  this 
growth  occurring  despite  a  9.2  percent  Increase  in  domestic  passenger  yields. 
In  international  markets,  the  combination  of  a  strong  U.S.  dollar  abroad  and 
declining  passenger  yields  led  to  a  14.0  percent  increase  in  revenue  passenger 
miles  and  a  10.0  percent  increase  in  passenger  enplanements.  The  largest 
Increase  in  International  traffic  occurred  in  the  Pacific  and  Atlantic 
markets,  which  grew  by  17.2  and  15.5  percent,  respectively.  Latin  American 
markets  Increased  by  only  2.8  percent  in  1984. 

Available  seat  miles  flown  by  U.S.  commercial  air  carriers  increased  by 

9.9  percent  in  fiscal  1984,  the  largest  single  year  growth  since  1979,  the 
first  year  of  deregulation.  Domestic  seat  miles  increased  by  9.8  percent  and 
international  seat  miles  by  10.0  percent.  As  a  result  of  these  capacity 
Increases,  the  system  load  factor  declined  1.2  points  to  59.3  percent  and  the 
domestic  load  factor  declined  1.9  points  to  57.8  percent.  In  addition,  these 
large  capacity  Increases  led  to  severe  congestion  and  delay  problems  at  many 
air  carrier  airports,  making  it  necessary  for  the  FAA  to  impose  hourly  slot 
limits  at  six  major  air  carrier  airports.  International  load  factors  Increased 
2.3  points  to  66.2  percent  in  fiscal  1984. 

Industry  Composition 

At  the  end  of  fiscal  1984,  there  were  approximately  47  certificated  airlines 
engaged  in  scheduled  domestic  air  service.  Of  this  total,  21  were  carriers 
that  had  been  certificated  prior  to  deregulation  (Prederegulation  carriers) 
and  26  were  carriers  that  had  been  certificated  since  deregulation  (Post 
deregulation  carriers).  Prior  to  deregulation,  carriers  were  designated  as 
either  Trunks  or  Local  Service  carriers.  Today,  carriers  are  designated  as 
either  Majors,  Nationals,  Large  Regionals,  or  Medium  Reglonals,  the  carrier 
groupings  based  upon  annual  operating  revenues.*  However,  as  carriers  grow  in 
sice  they  move  from  one  carrier  grouping  to  another  and,  as  such,  comparing 
growth  rates  of  the  various  carrier  groupings  becomes  rather  meaningless.  In 
fiscal  1984,  Midway,  New  York  Air  and  People  Express,  accounting  for  almost 
3  percent  of  system  traffic,  moved  from  Large  Regional  to  National  carrier 
designation.  Based  upon  projected  1984  revenues,  there  are  likely  to  be 
several  other  moves  between  carrier  groupings.  As  such  we  have  combined  the 
National  and  Regional  carriers  into  one  grouping  and  the  discussion  that 
follows  will  compare  the  following  carrier  groupings:  Majors  versus 
Natlonals/Regionals  and  Prederegulation  versus  Post  deregulation  carriers. 


A  list  of  the  carriers  Included  in  each  grouping  can  be  found  in  Appendix  A. 


The  composition  of  the  domestic  carrier  Industry  has  changed  markedly  in  the 
six  years  since  deregulation.  The  Majors  still  dominate  the  Industry,  but 
their  share  of  passenger  miles,  passenger  enplanements  and  departures  have 
declined  significantly.  In  1978,  the  Majors  accounted  for  96.0  percent  of 
total  scheduled  domestic  revenue  passenger  miles.  Six  years  later,  their 
share  had  fallen  to  80.5  percent  while  the  Nationals/Regionals'  share  had 
increased  from  4.0  to  19.5  percent.  Much  of  this  share  loss  can  be  attributed 
to  those  carriers  certificated  since  deregulation  who,  in  fiscal  1984, 
accounted  for  12.0  percent  of  scheduled  domestic  passenger  miles. 

In  the  six  years  since  deregulation,  the  Majors'  revenue  passenger  miles  have 
increased  by  12.7  percent  and  the  Nationals/Regionals  by  552.9  percent. 
Passenger  mile  growth  in  1984  was  1.0  percent  for  the  Majors  and  36.1  percent 
for  the  Nationals/Regionals.  Passenger  miles  for  those  carriers  certificated 
prior  to  deregulation  have  Increased  by  18.3  percent  since  1978,  3.0  percent 
in  1984.  The  post  deregulation  carriers'  passenger  miles  have  increased  by 
733.2  percent  since  1979,  39.7  percent  In  1984. 
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SCHEDULED  DON/  ESTI C  F*  F»  ls/1 ' 
BY  CARRIER  GROUPINGS 


Between  1978  and  1984,  the  Majors'  share  of  scheduled  domestic  enplanements 
has  declined  by  more  than  19  points,  from  90.7  percent  to  71.6  percent.  A 
large  part  of  this  share  loss  Is  due  to  th&  fact  that  post  deregulation 
carriers  accounted  for  16.7  percent  of  all  passenger  enplanements  in  1984. 
Over  the  past  six  years,  the  Majors'  domestic  enplanements  have  Increased  by 
only  0.2  percent,  1.0  percent  in  1984.  The  Nationals /Regionals'  enplanements 
Increased  by  289.1  percent  between  1978  and  1984,  29.5  percent  In  fiscal 
1984.  Since  1978,  prederegulation  carriers'  enplanements  grew  by  5.8  percent, 
3.7  percent  In  1984.  Post  deregulation  carriers'  enplanements  have  increased 
by  376  percent  since  1979,  33.3  percent  in  1984. 


EDULED  DOMESTIC  ENRLANEIMENTS 
CARRIEIR  GROUPINGS 


The  Majors'  share  of  scheduled  domestic  departures  has  declined  “by  more  than 
20  percentage  points  since  1978,  from  85  percent  to  64.7  percent.  All  of  this 
share  loss  is  attributable  to  those  carriers  certificated  since  1978,  who  in 
1984  accounted  for  19.6  percent  of  domestic  departures.  In  terms  of  actual 
departures,  the  Majors  performed  14.8  percent  fewer  departures  in  1984  than 
they  had  in  1978.  During  the  same  time  period,  however,  the  number  of 
departures  performed  by  the  Natlonals/Regionals  increased  by  124.2  percent. 
Prederegulation  carrier  departures  declined  by  12.4  percent  since  1978  while 
the  post  deregulation  carriers  have  Increased  their  departures  by  264.3  percent 
since  1979. 
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DOMESTIC  DEPARTUnES 
B»V  CARRIER  OROUPINOS 


These  shifts  in  the  distribution  snd  sbsolute  number  of  passenger  miles, 
passenger  enplanements,  and  departures  discussed  above  reflect,  to  some 
extent,  the  impacts  that  the  entry  of  new  carriers  and  deregulation  have  had 
on  the  larger  established  sir  carriers. 
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The  six  years  since  deregulation  have  also  witnessed  dramatic  changes  in  the 
average  trip  length  and  aircraft  size  flown  by  each  of  the  carrier  groupings. 
Between  1978  and  1984,  the  Majors  increased  their  passenger  trip  length  from 
759  miles  to  854  miles,  an  increase  of  95  miles.  The  Nationals/Regionals 
increased  their  trip  length  by  215  miles,  from  306  miles  in  1978  to  521  miles 
in  1984.  In  fiscal  1984,  the  post  deregulation  carriers  had  an  average  trip 
length  of  544  miles,  235  miles  longer  than  their  1979  trip  length  of  309  miles. 

Between  1978  and  1984,  the  Majors'  average  aircraft  size  increased  from  141 
seats  to  162  seats.  During  this  same  time  period,  the  Nationals/Regionals' 
average  aircraft  size  increased  by  55  seats,  from  70  seats  to  125  seats.  The 
post  deregulation  carriers  average  aircraft  size  increased  from  66  seats  in 
1979  to  133  seats  in  1984.  For  the  most  part,  these  shifts  in  trip  length  and 
aircraft  size  reflect  the  different  approaches  to  which  the  respective  carrier 
groups  have  responded  to  changes  in  the  economy  and  the  market  entry  and  exit 
freedom.  These  shifts  also  reflect  the  carriers'  attempts  to  best  utilize 
their  fleets  in  the  most  fuel  efficient  and  profitable  manners. 

FORECAST  ASSUMPTIONS 

The  baseline  forecasts  of  air  carrier  traffic  and  activity  over  the  next 
12  years  anticipate  that  the  industry  will  continue  to  be  affected  by  the 
deregulation  process  for  at  least  several  more  years.  While  it  is  impossible 
to  foresee  all  the  changes  that  will  occur  in  the  commercial  aviation  industry 
in  the  years  ahead,  it  is  likely  that  there  will  be  additional  mergers,  that 
we  will  see  the  emergence  of  a  number  of  low-cost  airlines,  and  that  several 
carriers  will  cease  operations.  On  the  other  hand,  the  resultant  route 
systems  and  service  patterns  available  to  the  traveling  public  will  almost 
certainly  reflect  a  better  balance  of  service  in  terms  of  trip  frequencies  and 
fares  than  would  be  the  case  under  a  more  closely  regulated  system.  The 
carriers  will  also  be  able  to  continue  their  experimentation  with  innovative 
ways  of  developing  travel  markets.  Likewise,  the  carriers  will  be  able  to 
come  closer  to  utilizing  their  particular  aircraft  fleets  in  the  most  fuel 
efficient  and  profitable  manner. 

Fuel  Prices 

Between  1978  and  1981,  the  air  carrier  industry  was  subjected  to  a  153  percent 
increase  in  the  price  of  jet  fuel,  rising  to  a  peak  of  $1,052  domestic  and 
$1,168  international  in  May  1981.  However,  an  oversupply  of  oil,  caused  in 
part  by  a  worldwide  recession  and  in  part  by  successful  worldwide  conservation 
efforts,  successfully  reduced  the  demand  for  oil.  This  resulted  in  lower 
prices  for  all  petroleum  products,  including  jet  fuel.  Although  U.S.  air 
carrier  fuel  consumption  increased  by  almost  10  percent  in  fiscal  1984,  jet 
fuel  prices  declined  for  a  third  consecutive  year.  As  of  October  1984, 
domestic  jet  fuel  prices  had  declined  20.7  percent  from  the  May  1981  peak 
price  to  83.4  cents  per  gallon.  International  jet  fuel  prices  declined 
25.1  percent  to  87.5  cents  per  gallon. 


Jet  fuel  prleee  ere  not  projected  to  resusa  en  upward  trend  until  1987, 
declining  by  7.2  percent  in  1985  end  1.4  percent  in  1986.  In  fact,  doaeetic 
jet  fuel  pricee  are  not  expected  to  exceed  $1.00  a  gallon  until  1993, 
international  fuel  pricee  in  1992.  Over  the  entire  forecaet  period,  doaeetic 
jet  fuel  pricee  are  expected  to  lncreaae  at  an  average  annual  rate  of  3.5 
percent,  to  $1,281  per  gallon  in  1996.  Zntaraatlonal  fuel  pricee  are  forecaet 
to  rlee  to  $1,374  in  1996. 


U.S.  CERTIFICATED  AIR  CARRIERS 
JET  FUEL  PRICES 
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Peeeenger  Yields 

After  declining  by  alsoet  8.0  percent  between  1981  and  1983,  dosestlc 
peeeenger  yields  increased  by  9.2  percent  in  fiscal  1984,  5.7  percent  in 
'real'  terse.  Although  yields  did  decline  sosewhat  in  fourth  quarter  FY-84, 
the  forecast  aasuses  soda rate  yield  Increases  of  2.5  percent  in  1985  and 
3.9  percent  in  1986.  For  the  12  year  forecast  period,  it  is  anticipated  that 
the  yield  will  increase  at  a  4.4  percent  annual  growth  rate,  fros  13.0  cents 
in  1984  to  21.85  cents  in  1996.  In  'real'  dollars,  dosestlc  passenger  yields 
are  expected  to  decline  by  3.1  percent  between  1984  and  1996,  fros  4.26  cents 
to  4.13  cents.  The  decline  in  'reel'  yield  is  based  on  the  assusptlons  of 
further  systes  optimisation,  greater  sarkat  competition  fros  new  low-cost 
carriers,  and  the  continued  replacesent  of  older  aircraft  with  the  new,  larger 
sore  fuel  efficient  aircraft  with  lower  unit  operating  costs  than  today's 
aircraft. 


REVENUE  PER  PASSENGER  MILE 
DOMESTIC  OPERATIONS 


HISTORICAL 


FORECAST 
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Passenger  Trip  Length 

Between  1979  and  1983,  the  average  domestic  passenger  trip  length,  reflecting 
the  Impact  of  deregulation  and  lower  fares  In  many  of  the  longer  haul  markets. 
Increased  by  53  miles,  considerably  faster  than  the  long-term  historical 
trend.  However,  in  fiscal  1984  the  average  trip  length  declined  11  miles  to 
759  miles,  the  first  such  decline  since  1974,  when  fuel  shortages  stimulated 
traffic  In  short-haul  business  markets.  This  decline  reflects  both  the 
Increased  fare  levels  prevalent  throughout  much  of  1984  and  the  fact  that  the 
shorter  trip  length  Nationals/Reglonals'  share  of  overall  traffic  Increased 
significantly  in  1984.  Based  upon  the  long-term  historical  trend,  we  believe 
that  the  average  trip  length  Is  still  higher  than  it  should  be  and,  as  such, 
have  forecast  another  4  mile  decline  In  1985.  Thereafter,  we  expect  the 
average  trip  length  to  resume  the  long-term  historical  growth  rate  of  4  miles 
a  year,  increasing  from  755  miles  in  1985  to  798  miles  In  1996. 


AVERAGE  PASSENGER  TRIP  LENGTH 
DOMESTIC  OPERATIONS 


HISTORICAL 


FORECAST 
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The  International  passenger  trip  length  In  fiscal  1984  was  2,595  idles.  We 
expect  the  International  trip  length  to  decline  to  2551  alles  In  1985  and  then 
Increase  gradually  to  2,602  alles  In  1996. 

Average  Aircraft  Size 

Declining  fuel  prices  have,  to  some  extent,  slowed  the  trend  toward  the 
replacement  of  older  aircraft  with  larger  capacity  and  aore  fuel  efficient 
aircraft.  In  addition,  the  continued  high  levels  of  intense  competition  froa 
new  low-cost  carriers  has  increased  the  laportance  of  higher  frequencies  and 
the  demand  for  efficient  aircraft  with  smaller  capacities.  As  such,  the 
domestic  Industry's  average  seating  capacity  increased  by  less  than  1  seat  In 
fiscal  1984,  to  153.2  seats.  We  expect  the  average  aircraft  size  to  continue 
to  grow,  although  at  a  rate  somewhat  less  than  the  average  long-tern 
historical  trend  of  three  to  four  seats  per  year.  In  1996,  the  average  seat 
size  of  the  domestic  fleet  Is  expected  to  be  187  seats. 


AVERAGE  SEATS  PER  AIRCRAFT 
DOMESTIC  OPERATIONS 
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In  fiscal  1984,  the  average  seating  capacity  on  aircraft  utilised  In 
International  service  was  267.  We  expect  the  average  aircraft  else  to  also 
grow  by  two  to  three  seats  annually,  averaging  295  seats  in  1996. 

Load  Factor 


In  fiscal  1984,  the  domestic  load  factor  declined  1.9  points  to  57.8  percent 
while  the  International  load  factor  Increased  2.2  points  to  66.1  percent. 
Based  upon  projected  levels  of  capacity  and  traffic,  the  domestic  load  factor 
Is  expected  to  increase  to  59.1  percent  in  1985  and  then  decline  slightly  to 
58.9  percent  In  1986.  Thereafter,  the  load  factor  Is  expected  to  continue  to 
rise  gradually,  reaching  a  peak  of  63.8  percent  In  1996.  International  load 
factors  are  expected  to  Increase  to  68.0  percent  in  1985  and  to  remain  In  the 
67.4  to  68.3  percent  range  throughout  the  entire  forecast  period. 


U.S.  CERTIFICATED  AIR  CARRIERS 
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FORECASTS 

Revenue  Passenger  Miles 

U.S.  certificated  air  carrier  revenue  passenger  miles  totaled  297.9  billion  in 
fiscal  1984,  237.7  billion  in  domestic  markets  and  60.2  billion  in  interna¬ 
tional  markets.  Domestic  passenger  miles  are  forecast  to  Increase  6.9  percent 
in  1985,  4.0  percent  in  1986,  and  5.9  percent  in  1987.  Over  the  next  twelve 
years,  domestic  passenger  miles  are  forecast  to  increase  at  an  average  rate  of 
4.9  percent  annually,  to  423.6  billion  in  1996.  International  passenger 
miles,  reflecting  a  continuation  of  a  strong  dollar  abroad,  are  projected  to 
increase  by  6.8  percent  in  1985.  Over  the  entire  forecast  period,  interna¬ 
tional  passenger  miles  are  forecast  to  Increase  at  an  average  annual  growth 
rate  of  5.1  percent,  to  109.3  billion  in  1996. 


In  fiscal  1984,  U.S.  certificated  airlines  enplaned  336.4  million  passengers. 
Domestic  travel  accounted  for  313.2  million  enplanements  while  international 
travel  accounted  for  another  23.2  million  enplanements.  Domestic  enplanements 
are  forecast  to  Increase  7.4  percent  in  1985,  3.5  percent  in  1986,  and 
4.5  percent  annually  throughout  the  entire  forecast  period,  totaling 
530.8  million  in  1996.  International  enplanements  are  expected  to  increase  at 
an  average  annual  rate  of  5.0  between  1984  and  1996,  to  42.0  million  in  1996. 
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Air  Carrier  Fleet 

Based  upon  the  projections  of  air  carrier  traffic,  seat  capacity  and  load 
factor,  the  U.S.  coaaerclal  air  carrier  fleet  Is  forecast  to  Increase  froe 
2,745  large  jet  aircraft  In  1984,  to  3,966  aircraft  In  1996,  an  average 
Increase  of  3.1  percent  or  102  aircraft  annually.  By  far  the  largest  growth 
occurs  In  two-engine  aircraft,  with  two-engine  narrow- body  aircraft  (DC-9, 
B-737,  B-757)  growing  by  an  average  of  97  aircraft  annually.  In  1996, 
two-engine  narrow-body  aircraft  will  account  for  53.5  percent  of  the  total 
fleet,  up  from  35.0  percent  in  1984.  This  reflects  the  fact  that  the  pro¬ 
spects  for  continued  levels  of  Intense  competition  Increases  the  Importance  of 
higher  frequencies;  thus,  the  demand  for  aircraft  with  smaller  capacities  than 
needed  before  deregulation.  Two-engine  wlde-body  aircraft  (A-300,  B-767)  are 
expected  to  increase  by  an  average  of  35  aircraft  annually.  The  three-engine 
narrow-body  (B-727)  and  four  engine  narrow-body  (B-707,  DC-8)  aircraft  are 
expected  to  decline  In  absolure  number  over  the  forecast  period.  Vide-body 
aircraft,  which  accounted  for  only  18.2  percent  of  the  fleet  In  1984,  are 
expected  to  account  for  almost  26.8  percent  of  the  fleet  In  1996. 


TOTAL  LARGE  JET  AIRCRAFT  IN 
U.S.  COMMERCIAL  AIRLINE  SERVICE 


Commuters 


In  September  1984  there  were  approximately  175  commuter  airlines  reporting  to 
the  Civil  Aeronautics  Board  (CAB)  on  Form  298-C.  The  FAA  historical  commuter 
data  base  includes  activity  for  all  carriers  operating  in  the  48  contiguous 
states,  Hawaii,  Puerto  Rico,  and  the  U.S.  Virgin  Islands.  Excluded  from  the 
FAA  data  base  is  commuter  activity  in  Alaska  and  foreign  territories. 
Although  included  in  the  historical  data  base.  Air  Wisconsin  and  Empire 
Airlines  have  been  excluded  from  the  commuter  forecasts  because  of  the 
predominance  of  jet  aircraft  in  their  fleets. 

REVIEW  OF  1984 

During  fiscal  1934,  the  commuter  airlines  continued  to  exhibit  the  same  strong 
growth  it  has  shown  over  time.  Revenue  passenger  enplanements  Increased  by 
14.3  percent  to  23.2  million  while  revenue  passenger  miles  increased  by 
16.8  percent  to  3.4  billion.  Passenger  enplanements  in  the  48  states  grew  by 
14.0  percent  while  revenue  passenger  miles  grew  by  16.8  percent.  Traffic  for 
Hawaii,  Puerto  Rico,  and  the  Virgin  Islands  also  posted  significant  Increases 
with  enplanements  up  16.0  percent  and  revenue  passenger  miles  up  16.2  per¬ 
cent.  Hawaiian  enplanements  and  passenger  miles  grew  by  13.3  and  19.8  per¬ 
cent,  respectively.  Puerto  Rico/Virgin  Islands  enplanements  grew  by  20.0 
percent  and  revenue  passenger  miles  by  6.2  percent. 

Historically,  traffic  in  Alaska  and  foreign  territories  has  accounted  for 
approximately  3.5  percent  of  all  commuter  enplanements.  In  1984,  O.S. 
commuter  enplanements  in  foreign  territories  and  Alaska  totaled  just  over 
700,000,  up  20.4  percent  over  1983. 

RECOGNITION  AND  GROWTH 

Formal  recognition  of  a  developing  third  level  airline  industry  and  coining  of 
the  term  "commuter**  date  back  to  1969  when  commuter  airlines  were  first 
required  to  register  with  and  report  activity  data  to  the  CAB.  Growth  of  the 
commuter  industry  can  be  attributed  in  large  part  to  the  role  it  plays  as  a 
feeder  of  traffic  to  the  larger  certificated  airlines.  The  significance  of 
this  role  is  reflected  in  the  growth  of  the  number  of  communities  served 
exclusively  by  commuters,  and  the  Increasing  size  and  sophistication  of 
aircraft  operated  by  commuter  airlines.  The  maximum  number  of  seats  allowed 
without  special  exemption  has  Increased  from  19  seats  in  1969  to  30  seats  in 
1972,  to  56  seats  by  the  Airline  Deregulation  Act  of  1978,  and  later  to  60 
seats  by  CAB  regulatory  action. 

Probably  the  most  significant  factor  underlying  the  growth  of  commuters  was 
the  conversion  to  large  turbojet  aircraft  by  the  large  certificated  carriers. 
The  cost  of  operating  the  large  turbojets  aircraft  was  such  that  traffic  at 
small  communities  proved  insufficient  to  justify  regular  scheduled  service. 
Airline  deregulation  has  accelerated  this  process  with  the  larger  certificated 
air  carriers  preferring  to  concentrate  on  the  high  density,  medium  and 
long-haul  markets,  markets  in  which  their  larger  aircraft  are  best  suited. 


As  ths  large  certificated  air  carriers  embarked  on  programs  to  rationalise 
their  route  structures  and  Increase  their  aircraft  utilisation  and  fuel 
efficiency,  the  commuters  moved  into  those  markets  abandoned  by  the  larger 
carriers.  In  most  cases  where  commuter  replacement  service  has  occurred,  the 
affected  communities  are  offered  far  greater  schedule  frequency  than  the 
certificated  air  carriers  could  afford,  given  their  large  aircraft  and  the  low 
passenger  density  of  the  markete.  In  many  markets,  demand  has  substantially 
Increased  as  a  result  of  the  greater  schedule  frequency. 

Given  the  early  restrictions  on  the  else  of  aircraft  they  were  allowed  to 
operate,  the  commuters  were  restricted  to  the  use  of  general  aviation 
aircraft,  most  with  9  seats  or  less.  These  seat  restrictions,  end  the 
resultant  type  of  aircraft  operated,  hampered  both  the  commuters'  ability  to 
attract  surface  passengers  and  the  quality  of  service  provided.  The 
restrlctlone  also  eliminated  any  Incentive  for  manufacturers  to  design  and 
build  aircraft  particularly  suited  to  commuter  service.  As  the  seat 
restrictions  were  relaxed,  there  has  been  a  growing  trend  toward  utilisation 
of  larger  turboprop  aircraft  by  commuter  carriers. 

Today,  manufacturers  In  the  United  States,  and  more  significantly  In  other 
countries,  are  delivering  aircraft  designed  to  more  efficiently  serve  commuter 
markets.  These  larger  aircraft  are  proving  to  be  attractive  to  travellers 
accustomed  to  the  amenities  of  air  carrier  jets,  end  thus  contribute  to 
greater  public  acceptance  vis-a-vis  other  modes  of  transportation.  With  the 
move  to  larger  aircraft  and  greatly  expanded  route  structures,  many  of  today's 
commuter  carriers  resemble  the  local  service  carriers  of  an  earlier  day. 

INDUSTRY  COMPOSITION 

The  commuter  airline  Industry  developed  and  grew  in  an  unregulated 
environment.  This  regulatory  freedom  allowed  the  commuter  airlines  to  enter 
markets,  terminate  service  and  set  rates  without  costly  reguletory 
proceedings,  thus  allowing  them  the  flexibility  to  experiment  and  reapond  to 
existing  market  conditions.  Given  this  freedom  of  entry  and  exit  from  the 
marketplace,  there  have  been,  at  one  time  or  another,  almost  600  different 
commuters  who  have  reported  passenger  traffic  to  the  CAB  during  the  1970  to 
1984  time  period. 

As  of  September  1984,  there  were  approximately  175  commuters  reporting  to  the 
CAB,  compared  to  a  high  of  about  250  in  1981.  Given  the  large  number  of 
commuters  that  have  operated  since  1970,  and  the  fact  that  the  most  that  ever 
reported  in  any  one  year  was  about  250,  one  is  left  with  the  impression  of  a 
highly  volatile  Industry.  During  this  time  period  there  were  almost  180 
carriers  that  operated  one  year  or  less  and  over  80  that  operated  two  years  or 
less.  These  carriers  have  accounted  for  over  40  percent  of  the  turnover  in 
the  Industry. 
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When  looked  at  In  more  detail,  there  la  a  much  greater  degree  of  Industry 
stability  than  Is  apparent  when  looking  at  only  the  total  number  of  carriers 
that  have  operated  in  any  given  year.  Of  the  current  top  50  commuter  air 

carriers,  about  70  percent  have  been  in  business  for  over  10  years.  Over 

30  percent  of  the  commuters  airlines  operating  in  1984  have  been  in  business 
for  10  years  or  more,  and  over  50  percent  for  7  years  or  longer. 

Although  the  trend  in  the  total  number  of  commuters  over  the  past  several 

years  has  been  downward,  this  core  of  stable,  growing  commuters  has  evolved 
from  relatively  small  business  operations  to  very  large  business  organiza¬ 
tions,  and,  as  such,  have  become  an  integral  part  of  the  air  transportation 
industry.  The  growth  in  size  is  evidenced  by  the  fact  that  the  average  number 
of  passenger  enplanements  per  carrier  has  increased  from  just  over  30,000  in 
1970  to  over  136,000  in  1934.  To  underline  the  growth  in  size  and  significance 
of  the  commuter  airlines,  there  were  three  commuters  that  enplaned  1  million 
or  more  passengers  during  1984.  Additionally,  some  60  commuters  reported  over 
100,000  passenger  enplanements  in  1984  compared  to  only  6  carriers  in  1970. 

This  trend  of  decreasing  numbers  and  increasing  size  is  expected  to  continue 
for  several  more  years.  This  is  due  in  part  to  an  increasing  number  of 
mergers,  acquisitions,  and  to  a  lesser  extent,  bankruptcies.  The  underlying 
rationale,  is  that,  it  is  less  expensive  to  expand  through  mergers  and/or 
acquisitions  than  to  purchase  new  aircraft  for  the  same  purpose.  But  it  also 
takes  a  financially  stable  air  carrier  to  buy  and  operate  the  new  generation 
of  30-40  seat  commuter  aircraft.  Size,  in  addition  to  financial  stability,  is 
an  important  factor  when  negotiating  with  financial  institutions  to  arrange 
financing  for  the  purchase  of  a  new  aircraft.  Many  people  within  the  commuter 
industry  see  this  trend  of  decreasing  numbers  of  commuters  and  increasing  size 
ultimately  leading  to  an  industry  dominated  by  50  to  60  very  large  commuter 
airlines . 

FORECAST  ASSUMPTIONS 

It  is  expected  that  commuter  carriers  will  continue  to  benefit  from  the  large 
air  carrier's  route  rationalization  policies  over  the  next  several  years.  It 
is  also  expected  that  the  average  number  of  seats  per  aircraft,  the  number  of 
aircraft,  the  number  of  city-pairs  served,  and  the  average  stage  length  will 
increase  over  the  forecast  period.  However,  it  is  assumed  that  the  commuters 
will  continue  to  serve  primarily  those  markets  under  200  miles  where  they  are 
now  concentrated.  Growth  achieved  through  replacement  of  air  carrier  service 
will  cease  to  be  a  major  factor  by  the  late  80' s.  After  that  time,  growth  for 
the  industry  is  expected  to  come  from  increasing  demand  placed  on  a  stable, 
mature  commuter  airline  industry. 

FORECASTS 

After  a  brief  slowdown  in  the  demand  for  commuter  service  in  1982,  the  strong 
growth  in  commuter  activity,  relative  to  other  segments  of  the  aviation 
industry,  resumed  in  1983  and  continued  through  1984.  The  current  forecasts 
anticipate  higher  growth  rates  in  the  early  years  of  the  forecast  period  and 
then  a  gradual  decline  in  the  magnitude  of  that  growth  as  1996  is  approached. 
As  noted  earlier.  Air  Wisconsin  and  Empire  Airlines  are  excluded  from  the 
forecasts. 
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Revenue  Passenger  Miles 

In  1985,  the  cooauter's  revenue  passenger  miles  are  forecast  to  Increase  by 
only  1.8  percent,  14.2  percent  if  Air  Wisconsin  and  Empire  are  excluded  from 
the  1984  historical  data.  Revenue  passenger  miles  are  forecast  to  increase  by 
12.1  percent  in  1985  and  by  11.5  percent  in  1987.  The  average  annual  growth 
rate  between  1984  and  1996  is  9.0  percent.  Commuter  revenue  miles  will  total 
9.6  billion  in  1996,  almost  triple  the  1984  level. 


U.S.  COMMUTER  AIRLINES 
SCHEDULED  REVENUE  PASSENGER  MILES 
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Passenger  Enplanements 

Revenue  passenger  enplanement  are  forecast  to  Increase  by  2.2  percent  in  1985, 
11.3  percent  if  Air  Wisconsin  and  Empire  are  removed  from  the  1984  data. 
Passenger  enplanements  are  expected  to  Increase  by  10.1  percent  in  1986  and 
9.6  percent  in  1987.  The  average  annual  growth  rate  for  the  forecast  period 
is  expected  to  be  7.3  percent.  By  1996,  commuter  passenger  enplanements  are 
forecast  to  reach  54.2  million,  more  than  double  the  1984  level. 
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Commuter  Fleet 

The  growth  of  the  commuter  airline  industry  is  also  reflected  in  the  growth 
and  changing  composition  of  tha  commuter  aircraft  fleet,  with  the  trend  being 
toward  greater  use  of  larger  aircraft.  The  total  fleet  is  forecast  to  grow  at 
an  average  annual  rate  of  about  3.9  percent  through  1996,  increasing  from 
1,531  aircraft  in  1984  to  2,413  in  1996.  However,  more  Important  than  the 
growth  in  total  aircraft  is  tha  changing  composition  of  tha  fleet. 

In  1980,  alrcreft  with  less  than  15  seats  accounted  for  56  percent  of  the 
coamuter  fleet.  In  1984,  these  aircraft  accounted  for  just  under  37  percent 
of  the  fleet.  This  downward  trend  is  expected  to  continue  throughout  the 
forecaat  period.  By  1996,  the  number  of  aircraft  with  lass  than  15  seats  is 
expected  to  decline  by  25  percent  and  account  for  just  over  17  percent  of  the 


The  15-19  seats  category  now  represents  the  largest  portion  of  the  fleet, 
increasing  from  29  percent  in  1980  to  a  Laos  t  41  percent  in  1984.  This 
category  will  continue  to  account  for  the  largest  portion  of  the  fleet 
throughout  the  forecast  period;  however,  its  relative  share  of  the  fleet  will 
decline  to  just  under  32  percent  in  1996. 

The  largest  growth  in  the  comuter  aircraft  fleet  will  be  in  the  ”20-40  seats” 
and  the  "greater  than  40  seats"  categories.  In  1980,  these  categories  repre¬ 
sented  only  7.5  and  7.4  percent  of  the  fleet,  respectively.  In  1984,  the 
”20-40  seats”  category  increased  to  10.5  percent  and  the  "greater  than  40 
seats”  category  to  12.0  percent.  By  1996,  these  two  categories  are  expected 
to  account  for  over  half  of  the  total  fleet,  24.0  percent  in  the  ”20-40  seats” 
category  and  26.7  percent  in  the  "greater  than  40  seats”  category.  During  the 
forecast  period,  the  "20-40  seats"  category  is  expected  to  increase  from 
160  aircraft  in  1984  to  579  in  1996,  an  average  annual  Increase  of  11.3  per¬ 
cent.  The  "greater  than  40  seats"  category  increases  froa  185  to  644,  an 
average  annual  growth  of  10.9  percent.  This  trend  toward  larger  aircraft  is 
expected  to  Increase  the  average  seat  size  per  aircraft  froa  18.6  seats  in 
1984  to  26.5  seats  in  1996. 
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Chapter  V 
General  Aviation 


The  general  aviation  industry  is  undergoing  substantial  structural 
changes.  These  changes  indicate  that  the  long-term  growth  of  the  active 
fleet  and  activity  will  be  slowing.  Aircraft  shipments  have  been 
continuously  falling  since  1979.  Concurrently,  prices  and  operating 
costs  have  been  increasing  faster  than  the  rate  of  inflation.  During 
this  period,  we  have  also  witnessed  the  significant  growth  of  ultralight 
sales.  These  vehicles  provide  a  relatively  low  cost  alternative  for 
recreational  flying  in  conventional  aircraft.  Additional  evidence  which 
shows  that  general  aviation  growth  may  be  moderating  is  the  continuing 
decline  in  the  numbers  of  student  and  private  pilots.  Ultimately,  the 
shrinking  stock  of  pilots  and  the  slowing  in  the  expansion  of  the  active 
fleet  will  reduce  the  rate  of  growth  of  activity  at  FAA  facilities. 

REVIEW  OF  1984 

Fleet  Composition  and  Aircraft  Shipments 

As  of  January  1,  1984,  the  general  aviation  fleet  consisted  of  213,292 
aircraft.  The  annual  growth  rate  of  the  total  fleet  for  the  period  1980 
to  1984  was  only  0.4  percent.  During  this  period,  the  population  of 
single  engine  piston  aircraft  fell  from  168,400  to  166,400,  while  the 
multi-engine  piston  fleet  remained  stable.  Turbine  powered  fixed  wing 
aircraft  grew  at  an  annual  rate  of  10.9  percent,  and  the  rotorcraft  fleet 
Increased  about  2.9  percent  a  year. 

Shipments  of  general  aviation  aircraft  (excluding  helicopters,  balloons, 
dirigibles,  and  gliders)  declined  approximately  14  percent  in  1984. 
Single  engine  and  multi-engine  piston  aircraft  deliveries  fell  12  percent 
and  22  percent,  respectively.  Shipments  of  turboprop  aircraft  fell 
19  percent,  while  turbojet  aircraft  deliveries  increased  13  percent. 
Latest  Industry  estimates  show  1985  shipments  remaining  at  1984  levels. 

Hours  Flown 

Total  general  aviation  hours  flown  in  fiscal  1933  was  36.6  million  hours, 
down  3.2  percent  from  fiscal  1982.  Single  engine  piston  aircraft 
accounted  for  65.0  percent  of  all  hours  flown,  multi-engine  piston 
aircraft  for  15.9  percent,  turbine  powered  aircraft  for  10.7  percent,  and 
rotorcraft  for  7.4  percent.  The  single  engine  piston  aircraft  hours 
flown  declined  5.6  percent  in  1983,  while  turbine  powered  aircraft  hours 
Increased  5.4  percent,  and  rotorcraft  hours  Increased  8.0  percent. 
During  the  period  1980  through  1983,  total  hours  flown  declined  at  an 
annual  rate  of  4.2  percent;  single  engine  piston  aircraft  hours  flown 
declined  at  a  rate  of  6.3  percent;  turbine  powered  aircraft  hours  grew  at 
a  4.7  percent  rate;  and  rotorcraft  hours  flown  Increased  at  a  rate  of 
4.0  percent. 
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In  calendar  1983,  personal  and  instructional  use  accounted  for  38  percent 
of  all  hours  flown,  and  business  and  executive  use  for  32  percent.  In 
1070,  personal  and  instructional  use  accounted  for  over  SO  percent  of  all 
hours  flown,  and  business  and  executive  for  only  28  percent.  Between 
1970  and  1983,  the  use  of  general  aviation  for  business  grew  at  a  3  per¬ 
cent  rate,  while  personal  and  instructional  use  declined  at  a  rate  of 
approximately  1  percent  a  year. 

Pilot  Population 

The  declining  number  of  active  pilots  provides  further  evidence  of 
general  aviations  changing  characteristics.  As  of  January  1,  1984,  the 
total  pilot  population  was  718,004,  down  2.1  percent  from  1983.  For  the 
period  1980  through  1984,  total  active  pilots  declined  at  a  yearly  rate 
of  3.1  percent.  During  this  period  student  pilots  fell  at  a  yearly  rate 
of  8.5  percent,  and  private  pilots  declined  at  a  1.9  percent  annual  rate. 

DISCUSSION  OF  STRUCTURAL  CHANGES 

An  indication  that  fundamental  changes  have  taken  place  in  the  Industry 
is  the  failure  of  aircraft  shipments  to  respond  to  an  expanding  economy. 
During  previous  economic  cycles,  changes  in  the  general  aviation  industry 
have  generally  paralleled  changes  in  business  activity.  Empirical 
analyses  have  shown  that  on  the  average  a  1  percent  Increase  in  gross 
national  product  (GNP),  adjusted  for  price  changes,  will  Increase  general 
aviation  unit  shipments  by  about  4.2  percent.  However,  since  the  long 
precipitous  decline  of  aircraft  shipments  began  in  1979,  this  expected 
result  has  not  occurred.  For  example,  in  1979  real  GNP  Increased 
2.8  percent,  and  shipments  declined  4.3  percent.  Again  in  1981,  real  GNP 
Increased  2.6  percent  while  shipments  declined  21  percent.  In  1983, 
which  was  an  especially  good  year  for  the  economy,  real  GNP  Increased 
3.4  percent  and  unit  shipments  fell  37  percent.  Although  1934  tuts  shown 
strong  economic  growth,  shipments  continue  to  fall  14  percent  below  1983 
levels.  This  relatively  long  run  of  contrary  movements  of  production  and 
real  GNP  implies  that  other  variables  are  outweighing  the  positive 
effects  of  Income  growth.  We  would  not  expect  this  persistent  pattern  to 
be  due  to  chance  alone.  Factors  such  as  the  availability  of  low  cost 
alternatives  for  recreational  flying,  changes  in  tastes  and  preferences, 
rapidly  rising  prices  and  operating  costs  of  conventional  aircraft,  and 
continued  high  real  Interest  rates  may  all  be  contributing  to  the 
downturn.  A  close  look  at  single  engine  piston  aircraft,  which 
historically  has  comprised  30  percent  of  total  aircraft  shipments, 
provides  some  insights  into  the  changes  that  are  occurring. 

In  1978,  the  production  of  single  engine  piston  aircraft  was  14,398 
units;  in  1983  it  fell  to  1,811  units,  an  average  annual  decline  of 
approximately  33  percent  between  1978  and  1983.  For  the  period  1976 
through  1983,  single  engine  piston  aircraft  prices  Increased  at  an 
average  yearly  rate  of  11  percent.  Prices,  adjusted  for  inflation,  grew 
at  approximately  4  percent  a  year,  which  is  also  substantial.  Operating 
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SINGLE  ENGINE  PISTON  AIRCRAFT  TRENDS 


AIRCRAFT  SHIPMENTS 


costs  have  also  been  rising  faster  than  the  rate  of  Inflation.  For  the 
period  1977  through  1983,  the  average  yearly  growth  rate  waa  13  percent. 
The  rate  adjusted  for  Inflation  increased  almost  6  percent  a  year.  It  la 
important  to  note  that  aircraft  prices  accelerated  from  1980  to  1983, 
increasing  at  an  annual  rate  of  almost  14  percent.  Throughout  this 
period,  shipments  fell  rapidly  while  the  production  and  sales  of 
ultralights  expanded. 

The  growth  of  the  ultralight  Industry  since  its  inception  in  the  latter 
part  of  the  1970' s  has  been  exceptional.  There  are  60  manufacturers  and 
approximately  25,000  ultralights  now  in  use  in  this  country.  Manu¬ 
facturers  deliveries  have  averaged  approximately  7000  units  per  year 
during  the  past  three  years,  and  indications  are  that  this  rate  of 
production  will  be  sustained  or  grow  during  the  next  several  years.  The 
costs  of  owning  and  operating  these  aircraft  are  relatively  low.  The 
average  price  of  an  ultralight  is  between  $4,500  and  $6,500  and  its 
hourly  operating  cost  is  about  $4.  Clearly,  this  compares  very  favorably 
with  an  average  price  of  $60,000  for  single  engine  piston  aircraft  that 
has  an  operating  cost  between  $30  and  $60  an  hour.  A  recent  comprehen¬ 
sive  survey  conducted  by  the  Aircraft  Owners  and  Pilots  Association  of 
all  members  of  their  Ultralight  Division  suggests  that  ultralights  and 
single  engine  piston  aircraft  are  competing  in  similar  socioeconomic 
markets.  For  the  ultralight  pilots  sampled,  the  average  income  is 
greater  than  $55,000  a  year,  and  the  average  age  is  44.  Moreover,  a 
large  percentage  of  the  pilots  are  managers,  professionals,  and  skilled 
tradesmen.  The  survey  also  shows  that  the  relatively  high  costs  of 
owning  and  operating  conventional  aircraft  may  be  responsible  for 
shifting  current  and  potential  certificated  pilots  to  ultralights.  For 
example,  21.2  percent  of  former  FAA  certificated  pilots  stopped  flying 
conventional  aircraft  and  started  flying  ultralights  because  ultralights 
are  less  expensive  and  more  fun  to  fly.  Approximately  19  percent  of  the 
FAA  pilots  who  have  never  flown  ultralights  indicated  that  they  wanted  to 
learn  to  fly  these  vehicles  within  the  next  year  because  conventional 
aircraft  are  becoming  too  expensive.  Twenty-one  percent  of  the 
ultralight  pilots  who  have  never  been  certificated  pilots  started  flying 
ultralights  because  they  appeared  to  be  the  most  inexpensive  way  to  fly. 
Further,  about  32  percent  of  the  general  aviation  private  pilots 
diminished  the  amount  of  flying  they  did  in  conventional  aircraft  because 
of  their  ultralight  flying.  These  results  strongly  suggest  that  the  two 
types  of  aircraft  are  considered  substitutes. 

The  Office  of  Aviation  Policy  and  Plans  recently  completed  an  analyses  to 
determine  if  the  increasing  prices  and  operating  costs  of  single  engine 
piston  aircraft  are  shifting  a  segment  of  the  general  aviation  market, 
specifically  recreational  flying,  to  ultralights.  As  part  of  the  effort, 
the  effect  of  rising  prices  and  operating  costs  on  single  engine  piston 
aircraft  shipments,  and  the  impact  of  the  growth  in  the  ultralight  fleet 
on  general  aviation  operations  and  hours  flown  were  also  measured. 
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In  general,  the  analyses  show  that  rapidly  rising  prices  and  operating 
costs  of  single  engine  piston  aircraft  will  increase  ultralight  sales. 
Clearly,  a  segment  of  the  general  aviation  market  perceives  that  the 
satisfaction  derived  from  flying  ultralight  aircraft  is  equivalent  to 
operating  single  engine  piston  aircraft.  Consequently,  pilots  will 
simply  shift  to  the  least  cost  alternative.  The  results  also  confirm 
previous  analyses  that  single  engine  piston  aircraft  shipments  are  highly 
dependent  on  aircraft  prices  and  operating  costs,  adjusted  for  price 
changes.  Specifically,  small  Increases  in  operating  costs  and  aircraft 
prices  will  significantly  reduce  shipments.  If  ultralight  aircraft  are 
being  purchased  Instead  of  single  engine  piston  aircraft,  eventually  a 
slowing  in  the  growth  rates  of  the  active  general  aviation  fleet,  hours 
flown,  and  operations  will  occur.  The  statistical  analysis  leads  to  the 
following  conclusions: 

o  1  percent  increase  in  the  real  price  of  single  engine  piston  aircraft 
Increased  the  sales  of  ultralight  aircraft  by  A. 2  percent. 

o  1  percent  increase  in  the  real  operating  cost  per  hour  of  single 

engine  piston  aircraft  increased  the  sales  of  ultralight  aircraft  by 
3.3  percent. 

o  1  percent  increase  in  the  real  price  of  single  engine  piston  aircraft 
reduced  shipments  by  3.1  percent. 

o  1  percent  increase  in  the  real  operating  cost  per  hour  of  single 

engine  piston  aircraft  reduced  shipments  by  5.8  percent. 

o  1  percent  increase  in  the  sales  of  ultralight  aircraft  reduced 

general  aviation  itinerant  and  local  operations,  and  the  general 
aviation  active  fleet  by  approximately  0.1  percent. 

o  1  percent  increase  in  the  ultralight  fleet  reduced  total  general 

aviation  hours  flown  by  about  0.2  percent. 

In  short,  the  empirical  results  imply  that  the  rapidly  rising  prices  and 
operating  costs  of  light  production  aircraft  and  the  availability  of  a 
low  cost  alternative  are  adversely  effecting  the  market  for  single  engine 
piston  aircraft.  If  real  prices  and  operating  costs  of  single  engine 
piston  aircraft  continue  to  increase  as  they  have  during  the  past  three 
years,  this  will  more  than  offset  the  positive  effect  of  a  growing 
economy. 

The  persistence  of  high  real  interest  rates  may  also  be  partly  responsible 
for  retarding  the  recovery  of  the  industry.  Numerous  statistical  tests 
over  different  time  series  have  repeatedly  shown  that  the  quantity  of 
general  aviation  aircraft  demanded  is  Inversely  related  to  interest 
rates.  In  developing  the  general  aviation  forecast  model,  statistical 
estimation  methods  indicated  that  relatively  small  changes  in  the 
long-term  interest  rate  will  have  a  large  negative  Impact  on  the  change 
in  the  general  aviation  active  fleet.  Specifically,  a  1  percent  Increase 
in  the  long-term  interest  rate,  all  other  things  remaining  the  same,  will 
reduce  the  change  in  the  active  general  aviation  fleet  by  about  2  percent. 


Most  of  the  theoretical  and  empirical  economic  analyses  concerning  the 
general  aviation  Industry  have  been  conducted  at  a  highly  aggregated 
level.  These  macro  results,  however,  do  reflect  the  Impact  of  changing 
economic  conditions  on  Individual  and  corporate  decisions  concerning  the 
purchase  of  durables  and  capital  goods.  For  example,  the  purchase  of  an 
aircraft  by  a  firm  Is  Implicitly  the  procurement  of  years  of  transportation 
services.  In  any  given  year,  there  will  be  an  expected  flow  of  services  to 
which  the  firm  will  attach  a  monetary  value.  If  operating  costs  and  taxes 
are  subtracted  from  this  gross  value,  a  stream  of  after-tax  net  services 
will  be  derived.  This  stream  of  services  along  with  the  purchase  price  of 
the  aircraft  will  determine  the  rate  of  return  on  Investment.  If  this  rate 
is  less  than  the  rate  at  which  the  firm  can  borrow,  the  purchase  will  most 
likely  not  be  made.  In  general,  increasing  interest  rates,  all  other 
things  remaining  the  same,  will  reduce  capital  expenditures.  The  after-tax 
rate  of  return,  however,  is  also  effected  by  the  price  of  the  equipment  and 
the  structure  of  tax  incentives.  Increasing  prices  will  lower  the  rate  of 
return  relative  to  the  borrowing  rate,  which  will  discourage  investment. 
Tax  incentives  such  as  the  investment  tax  credit  and  accelerated  deprecia¬ 
tion  will  tend  to  stimulate  capital  purchases  by  reducing  the  amount  of 
taxes  that  must  be  paid  on  Income  from  assets,  and  by  changing  the  timing 
of  tax  payments  In  favor  of  the  future. 

The  continuing  decline  in  the  numbers  of  student  and  private  pilots 
provides  further  evidence  that  structural  changes  are  occurring  in  general 
aviation.  These  trends  will  also  contribute  to  the  slowing  of  activity  at 
FAA  facilities.  For  the  period  1979  through  1983,  student  pilots  fell  from 
210,180  to  147,197,  a  decline  of  9  percent  a  year.  During  the  1960's  and 
1970's  the  number  of  student  pilots  generally  followed  changes  in  economic 
activity.  This  pattern,  however,  has  not  occurred  in  the  1980's.  Periods 
of  robust  economic  growth  have  not  been  accompanied  by  a  resurgence  of 
pilot  training.  Rapidly  rising  training  costs,  aircraft  prices,  and 
operating  costs  are  probably  responsible  for  this  phenomenon.  A  declining 
population  of  students  and  an  accelerating  attrition  rate  of  private  pilots 
have  reduced  the  total  number  of  private  pilots  over  the  last  3  years. 
From  1980  to  1983  total  active  private  pilots  fell  from  357,479  to  318,643, 
a  yearly  rate  of  decline  of  about  4  percent.  Although  the  downward  trends 
in  the  pilot  populations  are  expected  to  turn  around  in  the  next  few  years, 
slow  growth  is  anticipated  for  the  forecast  period. 

FORECASTS 

Hours  Flown 

Growth  over  the  entire  forecast  period  for  general  aviation  hours  is 
expected  to  average  3  percent  per  year,  resulting  in  an  estimated  51.5  mil¬ 
lion  hours  flown  in  1996.  During  the  1960's  and  1970' s,  the  average  annual 
growth  rate  was  about  6  percent.  Single  engine  piston  aircraft  hours  flown 
is  forecast  to  grow  2.8  percent  a  year.  Turbine  powered  aircraft  hours 
flown  is  projected  to  increase  from  4.0  million  in  1984  to  6.6  million  in 
1996,  growing  at  the  rate  of  4.3  percent  a  year.  Turbine  rotorcraft  hours 
flown  is  expected  to  increase  at  the  yearly  rate  of  5.2  percent. 
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ACTIVE  PILOT  TRENDS 


The  Industry  will  experience  a  continuation  of  slow  growth  In  the  general 
aviation  fleet.  The  population  of  active  aircraft  Is  forecast  to  Increase 
2  percent  a  year  between  1984  and  1996.  Active  single  engine  piston 
aircraft  is  forecast  to  grow  at  an  annual  rate  of  only  1.4  percent.  The 
number  of  turbine  powered  aircraft  is  projected  to  increase  from  9,351  In 
1984  to  18,500  In  1996,  growing  at  the  rate  of  approximately  5.8  percent 
a  year.  The  turbine  rotorcraft  fleet  is  expected  to  increase  at  a  yearly 
rate  of  4.2  percent. 
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ESTIMATED  ACTIVE  GENERAL  AVIATION  AIRCRAFT 
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Chapter  VI 
Helicopters 


REVIEW  OF  1984 
Recent  Shipments 

Preliminary  data  for  calendar  year  1984  Indicate  that  shipments  of  U.S.  civil 
helicopters  will  total  418,  a  4  percent  Increase  from  the  level  of  401 
helicopters  shipped  In  1983.  The  value  of  the  1984  shipments  equals  $336  mil¬ 
lion  compared  with  $269  million  in  1983,  a  25  percent  increase.  Exports  of 
civil  helicopters  reached  $198  million;  Imports  totaled  $54  million.  Thus, 
the  industry  shipments  made  a  net  contribution  of  $144  million  to  the  balance 
of  trade,  about  the  same  contribution  made  in  1983  ($142  million).  Shipments 
had  declined  considerably  during  the  previous  national  economic  downturn.  In 
the  economic  recovery  phase,  helicopter  shipments  generally  lag  behind  the 
general  economy.  Thus,  the  recent  increase  in  1984  suggests  that  the  slowdown 
in  the  helicopter  industry  may  have  bottomed  out  and  a  period  of  growth  is 
anticipated. 

Current  Fleet  and  Hours  Flown 

As  of  January  1,  1984,  there  were  approximately  6,500  active  civil  rotorcraft 
in  the  U.S. ,  up  6.6  percent  from  6,100  in  January  1983.  The  recent  fleet 
estimate  was  still  7.1  percent  below  the  1982  level  of  7,000  rotorcraft.  In 
1984,  the  number  of  turbine  helicopters  equalled  4,000,  about  62  percent  of 
the  active  fleet.  This  portion  of  the  fleet  has  grown  about  48  percent  since 
1930.  By  comparison,  the  number  of  piston  powered  rotorcraft  declined 
19.4  percent  since  1980. 

Rotorcraft  flew  an  estimated  2.5  million  hours  in  1984.  Turbine  powered 
rotorcraft  flew  1.9  million  hours,  76  percent  of  the  total  number  of  hours 
flown. 

Since  1980,  hours  flown  in  turbine  powered  rotorcraft  have  grown  relative  to 
those  of  piston  powered  rotorcraft.  In  1980,  turbine  powered  rotorcraft  hours 
flown  accounted  for  66.7  percent  of  all  rotorcraft  hours  flown. 

FORECASTS 

The  forecasts  of  rotorcraft  fleet  and  hours  flown  presented  in  this  section 
were  derived  from  the  output  of  econometric  models  developed  for  the  FAA  and 
presented  in  a  report  concluded  in  November  1983.  The  results  were  adjusted 
to  account  for  recent  benchmark  data  for  calendar  year  1983. 

Fleet  and  Hours  Flown 

The  rotorcraft  fleet  is  expected  to  reach  10,600  in  1996,  an  annual  average 
Increase  of  4.2  percent  over  the  1984  level.  In  1996,  the  turbine  powered 
fleet  will  more  than  double  the  1984  number  and  will  reach  8,600  while  the 
piston  powered  fleet  will  decrease  to  2,000  from  its  current  level  of  2,500. 
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The  growth  In  the  fleet  will  be  paralleled  by  growth  in  hours  flown  which  will 
reach  4.6  alllion  in  1996,  an  average  annual  growth  of  5.2  percent.  Similarly, 
hours  flown  by  turbine  powered  helicopters  will  aore  than  double  reaching  a 
total  of  4.3  million  hours.  In  contrast,  hours  flown  by  piston  powered 
rotorcraft  will  decline  by  50  percent  to  300,000. 

Fuel  Consuaed 

In  1984,  fuel  consuaed  by  rotorcraft  totaled  70.4  aillion  gallons.  By  1995, 
fuel  consuaed  will  Increase  to  151.5  aillion  gallons,  an  average  annual 
Increase  of  6.6  percent.  Over  97  percent  of  the  fuel  consuaed  in  1995  will  be 
used  by  turbine  powered  rotorcraft  compared  with  88  percent  in  1984. 


Chapter  VII 

FAA  Workload  Measures 


The  FAA  provides  the  aviation  community  with  three  operational  services:  air 
traffic  control  at  selected  airports ,  traffic  surveillance  and  aircraft 
separation  by  Air  Route  Traffic  Control  Centers,  and  flight  planning  and  pilot 
briefings  at  the  Flight  Service  Stations.  All  four  categories  of  aviation  - 
general  aviation,  air  carrier,  commuter/air  taxi,  and  military  -  employ  these 
services  to  enhance  aviation  traffic  safety. 

Multiple  Indicators  are  used  to  describe  the  total  FAA  operational  workload. 
The  four  categories  of  system  users  differ  in  the  demands  they  Impose  on  the 
air  traffic  system.  Consequently,  no  single  measure  typifies  past  trends  and 
future  demand  for  these  FAA  services.  There  have  been,  and  will  continue  to 
be,  different  socioeconomic  forces  driving  the  growth  of  each  of  the  system 
users. 

REVIEW  OF  1934 
Tower  Activity 

Following  three  straight  years  of  declining  activity,  aircraft  operations  at 
FAA  towered  airports  increased  6.6  percent  to  56.9  million  operations  in 
fiscal  1934,  the  second  consecutive  year  of  strong  growth.  The  1984  increase 
was  due  in  large  part  to  the  strong  growth  in  the  U.S.  economy  which 
stimulated  demand  for  commercial  aviation  services.  Commercial  activity,  the 
sum  of  air  carrier  and  commuter/air  taxi  operations,  increased  by  12.2  percent 
while  noncommercial  operations  increased  by  only  4.1  percent.  Commuter 
operations,  the  fastest  growing  user  category  over  the  past  several  years, 
increased  11.9  percent  over  1933  levels.  Air  carrier  activity,  registering 
its  second  straight  year  of  strong  growth,  grew  at  12.4  percent  and  surpassed 
the  level  of  operations  achieved  prior  to  the  1981  air  controllers'  strike. 
General  aviation  operations  increased  4.3  percent  in  1984,  with  itinerant  and 
loc»l  operations  growing  by  4.7  and  5.0  percent,  respectively.  Military  use 
of  FAA  facilities  decined  by  4.0  percent  in  1984. 

Instrument  operations  handled  at  FAA  towers  also  increased  for  a  second 
consecutive  year,  up  9.7  percent  to  37.3  million  operations  in  1934. 
Commuters  led  the  user  groups  with  a  13.2  percent  increase  in  instrument 
operations,  followed  by  air  carrier  and  general  aviation  operations,  which 
grew  by  11.9  and  3.1  percent,  respectively.  Military  instrument  operations 
Increased  by  5.3  percent. 

Center  Activity 

In  1934,  the  number  of  aircraft  flying  under  Instrument  rules  handled  by  Air 
Traffic  Control  Center's  personnel  surpassed  the  annual  level  of  activity 
achieved  prior  to  the  air  controllers'  strike,  increasing  by  7.3  percent  to 
31.7  million  operations.  As  was  the  case  with  activity  at  FAA  towered 
airports,  much  of  the  Increase  at  the  Centers  can  be  attributed  to  the  growth 
in  commercial  aviation  activity.  Commercial  aircraft  handled  at  the  Centers 
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increased  by  8.0  percent  compared  to  a  6.5  percent  increase  in  noncommercial 
aircraft  handled.  Of  course,  the  increasing  sophistication  of  commuter  and 
general  aviation  pilots  and  aircraft  also  contributed  to  the  increase  in 
Center  activity.  The  number  of  commuter  aircraft  handled  in  1934  Increased  by 
18.9  percent,  the  number  of  air  carrier  aircraft  by  6.0  percent,  and  the 
number  of  general  aviation  aircraft  by  6.4  percent.  Military  aircraft  handled 
increased  by  6.5  percent. 

Flight  Service  Station  Activity 

User  demands  on  Flight  Service  Stations — pilot  briefings,  flight  plans  and 
aircraft  contacted — declined  for  a  fifth  consecutive  year  in  1984,  down 
3.7  percent  from  1983  levels  and  17.5  percent  from  the  peak  of  66.4  million 
services  rendered  in  1979.  The  number  of  pilot  briefings  and  aircraft 
contacted  declined  by  5.6  and  4.7  percent  respectively  in  1984,  while  the 
number  of  flight  plans  originated  increased  by  1.2  percent.  The  total  number 
of  flight  services  rendered  at  Flight  Service  Stations  in  1934  was  54.8  mil¬ 
lion. 

FORECAST  ASSUMPTIONS 
Number  of  Towers 

Growth  in  FAA  workload  measures  is  a  function  of  demand  Imposed  on  the 
National  Airspace  System  plus  inclusion  of  aviation  activity  at  locations 
previously  not  provided  FAA  services.  Thus,  the  number  of  aircraft  operations 
at  FAA  towered  airports  in  1996  will  consist  of  traffic  at  current  towers  plus 
those  airports  with  newly  commissioned  towers  during  the  forecast  period.  The 
current  forecast  reflects  the  reopening  of  30  towers  in  1985,  all  of  which  had 
been  temporarily  closed  as  a  result  of  the  air  controllers'  strike  in  1931. 

No  specific  assumptions  beyond  the  changing  traffic  mix  discussed  as  part  of 
the  aviation  activity  forecasts  have  been  made  in  developing  the  Air  Route 
Traffic  Control  Center  forecast. 

FORECASTS 

FAA  Towers 

In  fiscal  1984,  activity  at  FAA  towered  airports,  despite  two  years  of  strong 
growth,  totaled  only  89  percent  of  the  level  of  operations  achieved  in  the  12 
month  period  immediately  preceding  the  air  traffic  controllers'  strike. 
Activity  at  FAA  towers  is  not  expected  to  reach  pre-strike  levels  until  1987. 
Based  on  current  forecasts,  towered  operations  are  forecast  to  Increase 

4.6  percent  in  1985,  5.7  percent  in  both  1986  and  1987,  and  average  4.1  per¬ 
cent  for  the  period  1984  to  1996.  In  absolute  numbers,  towered  operations  are 
forecast  to  increase  from  56.9  million  in  1984  to  91.9  million  in  1996.  The 
mix  of  traffic  is  likely  to  become  Increasingly  more  heterogeneous  since 
general  aviation  and  commuter  operations  are  forecast  to  grow  at  a  faster  rate 
than  air  carrier  operations.  The  combined  operations  of  general  aviation  and 
commuters  are  expected  to  account  for  over  82.3  percent  of  total  tower  opera¬ 
tions  in  1996,  up  from  76.6  percent  in  1984.  The  forecasted  annual  growth 
rates  of  the  user  groups  over  the  12  year  forecast  period  is:  general  aviation, 

4.7  percent;  air  carrier,  2.0  percent;  and  commuter/air  taxi,  4.5  percent. 
Military  operations  are  expected  to  remain  constant  at  the  1934  level  of 
operations. 


In  fiscal  1984,  Instrument  operations  at  FAA  towers  equalled  96  percent  of  the 
pre-strike  level  of  operations  and  should  surpass  the  pre-strike  level  In 
1985.  Instrument  operations  are  forecast  to  Increase  4.8  percent  in  1985, 
4.6  percent  In  1986,  and  average  3.1  percent  over  the  12  year  forecast  period, 
growing  from  37.3  million  In  1984  to  53.9  million  in  1996.  The  mix  of  instru¬ 
ment  operations  Is  also  expected  to  become  more  heterogeneous  as  general 
aviation  and  commuter/air  taxi  operations  Increase  at  annual  rates  of  3.8  and 
4.9  percent,  respectively,  over  the  forecast  period.  This  growth  Is  consider¬ 
ably  faster  than  the  1.9  percent  annual  growth  rate  forecast  for  air  carrier 
operations.  By  1996,  66.2  percent  of  all  Instrument  operations  are  expected 
to  be  performed  by  the  smaller  general  aviation  snd  commuter/air  taxi 
aircraft,  up  from  59.0  percent  in  1984.  Military  operations  are  expected  to 
remain  constant  at  the  1984  level  of  operations. 
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Center  Activity 


In  fiscal  1984,  the  workload  at  FAA  Air  Route  Traffic  Control  Centers  exceeded 
the  level  of  activity  achieved  in  the  12  month  period  immediately  preceding 
the  air  controllers'  strike  by  almost  5.0  percent.  Workload  at  the  Centers  is 
expected  to  grow  by  3.8  percent  in  1985,  3.4  percent  in  1986,  and  average 
3.1  percent  between  1984  and  1996.  In  absolute  numbers,  the  Center  workload 
is  forecast  to  Increase  from  31.7  million  aircraft  handled  in  1984  to 
45.7  million  in  1996.  In  1984,  44.5  percent  of  the  traffic  handled  at  the 
Centers  were  air  carrier  flights.  By  1996,  only  42.7  percent  of  the  Center's 
workload  is  expected  to  be  generated  by  air  carriers.  The  combined  total  of 
general  aviation  and  commuter/air  taxi  aircraft  handled  is  expected  to 
Increase  to  46.8  percent  of  Center  workload  by  1996.  The  projected  annual 
growth  rates  by  user  groups  is:  air  carrier,  2.5  percent;  commuter/air  taxi, 
6.0  percent;  and  general  aviation,  3.5  percent.  The  number  of  military 
aircraft  handled  are  expected  to  decline  slightly  over  the  forecast  period. 
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Flight  Service  Station  Activity 

In  fiscal  1984,  the  total  services  rendered  at  FAA  Flight  Service  Stations 
equalled  only  87  percent  of  the  level  of  operations  achieved  in  the  12  month 
period  immediately  preceding  the  air  traffic  controllers'  strike  and  is  not 
forecast  to  return  to  pre-strike  levels  until  1987.  Total  flight  services 
originated  at  Flight  Service  Stations  were  projected  to  Increase  8.8  percent 
in  1985,  4.4  percent  in  1986,  and  average  3.3  percent  over  the  12  year 
forecast  period.  In  actual  number,  flight  services  rendered  are  forecast  to 
increase  from  54.8  million  in  1984  to  80.5  million  in  1996.  Pilot  briefings 
are  forecast  to  increase  from  15.1  million  in  1934  to  23.0  million  in  1996,  an 
average  annual  growth  rate  of  3.6  percent.  The  number  of  flight  plans 
originated  are  forecast  to  Increase  at  an  annual  growth  rate  of  3.8  percent 
between  1984  and  1996,  from  8.2  million  to  12.9  million.  The  number  of 
aircraft  contacted  is  projected  to  increase  at  an  annual  rate  of  only  0.5  per¬ 
cent,  from  8.2  million  in  1984  to  8.7  million  in  1996. 


Chapter  VIII 

Terminal  Area  Forecasts  -  Large  Hubs 

The  Terminal  Area  Forecasts  (TAF)  is  a  set  of  forecasts  of  enplanements, 
aircraft  operations,  instrument  operations  and  instrument  approaches 
prepared  for  over  4,000  airports  in  the  United  States.  The  data  base  for 
the  TAF  includes  airports  with  FAA  towers,  airports  with  commercial 
service,  airports  that  are  in  the  National  Plan  of  Integrated  Airport 
Systems  and  other  nontowered  public  use  airports.  This  chapter  presents 
data  from  the  TAF  for:  (1)  the  top  50  airports  in  the  U.S.  ranked  by 
total  enplanements  in  fiscal  1983;  (2)  the  top  50  airports  ranked  by 
total  operations  in  1983;  (3)  forecasts  of  total  enplanements  and  total 
operations  at  27  large  hub  airports.  Large  hub  airports  are  defined  as 
those  airports  enplaning  one  percent  or  more  of  the  total  passenger 
enplanements  in  fiscal  1983. 

REVIEW  OF  1983 

Top  50  Airports 

a 

In  fiscal  1983,  Chicago  0'llare  was  the  busiest  airport  in  the  U.S.  when 
ranked  both  by  total  enplanements  (air  carrier,  commuter  and  air  taxi) 
and  total  aircraft  operations.  Chicago  had  19.1  million  passenger 
enplanements  and  659  thousand  aircraft  operations.  Atlanta  was  the 
second  busiest  airport  with  18.8  million  enplanements  and  600  thousand 
operations.  In  terms  of  total  enplanements,  Chicago  and  Atlanta  reversed 
ranks  in  1983,  relative  to  1981  and  1982.  Other  airports  in  the  top  5 
ranked  by  enplanements  in  1983  were  Los  Angeles  International,  New  York 
Kennedy,  and  Dallas-Fort  Worth.  These  were  ranked  third,  fourth,  and 
fifth  in  total  enplanements  and  third,  fourteenth  and  seventh, 
respectively,  in  total  operations.  Van  Nuys,  California  was  the  busiest 
general  aviation  airport  and  the  only  general  aviation  airport  that  was 
ranked  among  the  top  5  airports  based  on  total  operations.  Additional 
data  for  these  and  other  airports  among  the  top  50  airports  are  presented 
in  tabular  form  on  pages  63  and  64. 

In  FY  1983,  the  top  50  commercial  airports  accounted  for  80.6  percent  of 
the  total  number  of  enplanements  (air  carrier,  commuter  and  air  taxi) 
which  occurred  at  545  airports  with  2,500  or  more  enplanements.  In  fact, 
the  top  5  airport 8  (Chicago,  Atlanta,  Los  Angeles,  New  York  Kennedy  and 
Dallas-Fort  Worth)  accounted  for  over  24  percent  and  the  top  20  airports 
accounted  for  over  58  percent  of  total  enplanements. 

FORECASTS 

Large  ilub  Airports 

Using  1983  as  the  base  year,  forecasts  for  airports  in  the  TAF  were 
generated  for  each  year  to  1995.  The  total  enplanements  and  related 
operations  forecasts  for  the  27  large  hub  airports  for  fiscal  years  1990 
and  1995  are  presented  on  pages  66  and  67.  By  1995,  Chicago  0'Uare  is 
expected  to  reach  36.2  million  enplanements  and  Atlanta,  33.3  million. 
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TOP  50  AIRPORTS  RANKED  BY 
1983  TOTAL  PASSENGER  ENPLANEMENTS 


Total  Cumulative 


Airport 

Baplanemsnts  1/ 

Percent  2/ 

Percent 

Chicago  O’Hara 

19,116 

5.8 

5.8 

Atlanta 

IB, 811 

3.7 

11.5 

Los  Angeles  Zat'l 

15,991 

4.9 

16.4 

Maw  York  Kennedy 

13,240 

4.0 

20.4 

Dallaa-Fort  Worth 

12,861 

3.9 

24.3 

Donwar 

11,936 

3.6 

27.9 

San  Francisco  Zat'l 

10,364 

3.2 

31.1 

Miami 

9,153 

2.8 

33.9 

Mow  York  LaCuardla 

9,076 

2.8 

36.7 

Boston 

8,617 

2.6 

39.3 

St.  Louis  Int'l 

7,626 

2.3 

41.6 

Newark 

7,584 

2.3 

43.9 

Honolulu 

7,193 

2.2 

46.1 

Washington  National 

6,805 

2.1 

48.2 

Houston  Intercontinental  6,102 

2.0 

50.2 

Minneapolis 

5,909 

1.8 

52.0 

Pittsburgh 

5,644 

1.7 

53.7 

8 sat tie— Tacoma 

5,272 

1.6 

55.3 

Detroit 

5,075 

1.6 

56.9 

Las  Vegas 

4,809 

1.5 

58.4 

Phoenix 

4,675 

1.4 

59.8 

Philadelphia 

4,544 

1.4 

61.2 

Tampa 

3,838 

1.2 

62.4 

Orlando 

3,767 

1.2 

63.6 

Charlotte 

3.572 

1.1 

64.7 

Salt  Laha  City 

3,318 

1.0 

65.7 

San  Diego 

3,113 

1.0 

66.7 

Mow  Orleans 

3,063 

0.9 

67.6 

Dallas  Lowe  Field 

2,930 

0.9 

68.5 

Claweland 

2,745 

0.8 

69.3 

Houston  Hobby 

2,713 

0.8 

70.1 

Ft.  Lauderdale 

2,632 

0.8 

70.9 

Baltimore 

2,606 

0.8 

71.7 

Kansas  City 

2,428 

0.7 

72.4 

Memphis 

2,413 

0.7 

73.1 

Saa  Jsun 

2,408 

0.7 

73.8 

Portland 

2,169 

0.7 

74.5 

Saa  Antonio 

1,867 

0.6 

75.1 

Cincinnati 

1,838 

0.6 

75.7 

Palm  Beach 

1,793 

0.5 

76.2 

San  JOse 

1,710 

0.5 

76.7 

Buffalo 

1,692 

0.5 

77.2 

Kabul ol 

1,668 

O.S 

77.7 

Milwaukee 

1,506 

0.5 

78.2 

Oakland 

1,467 

0.4 

78.6 

Columbus 

1,461 

0.4 

79.0 

Albuquerque 

1,445 

0.4 

79.4 

Windsor  Locks 

1,440 

0.4 

79.8 

Burbank 

1,425 

0.4 

80.2 

Zadlanapolls 

1,423 

0.4 

80. 6 

If  Zneludos  O.S. 

eortifleatod 

route  air  carriers,  foreign 

flag  carriers 

“  supplaaontala,  i 

air  commuters, 

and  air  taals. 

If  Baaed  n  327.  Ml  million  passenger  enpl ansae ati  at  MS  airports  with  2,500 
or  more  enplanements  la  FY  IMS. 
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TOP  50  TOWERED  AIRPORTS  RANKED  BY 
1983  TOTAL  AIRCRAFT  OPERATIONS 


Alrpart 

Total 

Operations 

nm — 

Percent  1/ 

Cunulatlva 

Percent 

Chicago  O'Hara 

659.3 

1.2 

1.2 

Atlanta 

599.3 

1.1 

2.3 

Laa  Aagalaa  lat'l 

498.1 

0.9 

3.2 

Van  Maya 

485.7 

0.9 

4.1 

Denver  Stapleton 

466.8 

0.9 

5.0 

Santa  Ana 

453.4 

0.9 

5.9 

Ballaa-Vart  Worth 

426.8 

0.8 

6.7 

Lang  Beach 

417.3 

0.8 

7.5 

Seattle  Boeing  Field 

390.9 

0.7 

8.2 

Oakland 

360.6 

0.7 

8.9 

Denver  Arapahoe 

355.6 

0.7 

9.6 

San  Fraaelaco 

349.0 

0.7 

10.3 

St.  Louie  Lanbart 

343.3 

0.6 

10.9 

Maw  York  Kennedy 

342.1 

0.6 

11.5 

Phoenix  Sky  Harhor 

341.2 

0.6 

12.1 

Ml  eel  lat'l 

341.2 

0.6 

12.7 

Mew  Sark  LaCuardla 

340.4 

0.6 

13.3 

Seaton 

340.3 

0.6 

13.9 

Anchorage  Merrill  Plaid 

331.3 

0.6 

14.5 

Meaataa  Intercontinental 

330.9 

0.6 

15.1 

Washington  Rational 

327.4 

0.6 

15.7 

Honolulu 

326.7 

0.6 

16.3 

Philadelphia 

321.4 

0.6 

16.9 

San  JOee 

316.9 

0.6 

17.5 

Pittsburgh 

313.0 

0.6 

18.1 

Ft.  Worth  Maachan 

312.8 

0.6 

18.7 

Bouatan  Bobby 

309.8 

0.6 

19.3 

Mlanl  Tanlaal 

305.2 

0.6 

19.9 

Dal laa  Lava  Plaid 

302.1 

0.6 

20.5 

Mlnneapolla 

300.3 

0.6 

21.1 

Laa  Vagaa 

297.2 

0.6 

21.7 

Manphla 

292.5 

0.5 

22.2 

Tatarbora 

286.2 

0.5 

22.7 

Oakland 

285.9 

0.5 

23.2 

Charlotte 

280.7 

0.5 

23.7 

Salt  Lake  city 

273.1 

0.5 

24.2 

Tanga 

272.1 

0.5 

24.7 

Detroit  Metre 

271.4 

0.5 

25.2 

Torrance 

270.1 

0.5 

25.7 

Rework 

263.9 

0.3 

26.2 

Caldwell 

263.6 

0.5 

26.7 

Maynard 

249.1 

0.5 

27.2 

Phoenix  Dear  Valley 

243.8 

0.5 

27.7 

Baltina ra 

239.1 

0.4 

28.1 

Mlanl  Opa  Locks 

239.0 

0.4 

28.5 

ft.  laodsrdale  Hollywood 

236.4 

0.4 

28.9 

Thecae 

234.0 

0.4 

29.3 

Colnsbna 

230.7 

0.4 

29.7 

Xailp  MacArthnr 

229. 5 

0.4 

30.1 

Vast  Pain  Beach 

226.3 

0.4 

30.5 

If  Eid  an  S3. 321  alllloe  aircraft  operatises  recorded  at  392  VAA-eparatad 
airport  traffic  eaatral  towers  la  ft  19*3. 

Saarcat  Ml  Taralaal  Area  Forecasts  VS  84-95. 
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Total  aircraft  operatlona  will  reach  835  thousand  at  Chicago  and  765 
thousand  at  Atlanta.  These  Increases  will  cone  front  growth  In  the  U.S. 
economy  as  a  whole  and  local  airport  development  which  Includes  the 
addition  of  new  gates.  Chicago  and  Atlanta  are  expected  to  remain  the 
two  busiest  airports  In  the  country. 

Some  airports  (Charlotte  and  Newark,  for  example)  will  have  reasonably 
high  enplanement  growth,  resulting  from  general  economic  growth  and 
managerial  decisions  by  air  carriers  to  use  these  airports  as  hubs. 

Other  airports  (Los  Angeles,  New  York  LaGuardla  and  Washington  National, 
for  example)  are  expected  to  experience  relatively  slow  growth  because  of 
capacity,  environmental  or  policy  constraints.  The  average  annual  growth 
rates  expected  for  the  large  hub  airports  for  operations  and  enplanements 
for  the  1983  to  1995  period  are  indicated  in  graphic  form  on  page  68. 
Because  of  the  differences  in  the  growth  rates  among  airports,  the 
relative  rankings  of  these  27  hub  airports  In  1995  will  differ  from  the 
rankings  observed  in  1983.  For  example,  Denver  will  rank  third  In  1995, 
compared  to  sixth  in  1983.  The  most  significant  change  will  take  place 
In  Charlotte's  rank.  This  airport  is  expected  to  change  from  twenty-fifth 
in  1983  to  eighteenth  In  1995.  At  the  other  extreme,  Washington  National 
Airport  is  expected  to  fall  from  fourteenth  place  In  1983  to  twenty-first 
place  In  1995  when  ranked  by  total  enplanements.  Large  shifts  could  also 
occur  at  other  airports  If  a  major  airline  decides  to  use  a  small  or 
medium  hub  airport  as  a  primary  hub.  Enplanements  and  operations 
forecasts  for  the  large  hub  airports  can  be  found  on  pages  66  and  67. 
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TOTAL  PASSENGER  ENPLANEMENTS 
AT  URGE  HUB  AIRPORTS* 

(In  Thousands) 


Airport 

FY  1933 

FY  1990 

FY  1995 

Chicago  O' Hare 

19,116 

30,201 

36,202 

Atlanta 

18,810 

26,070 

33,262 

Los  Angeles 

15,990 

18,532 

19,353 

New  York  Kennedy 

13,239 

16,413 

17,051 

Dallas-Ft.  Worth 

12,860 

18,223 

22,596 

Denver 

11,935 

19,702 

25,493 

San  Francisco 

10,363 

11,840 

12,713 

Miami 

9,152 

12,194 

15,337 

New  York  LaCuardia 

9,076 

10,726 

11,674 

Boston 

3,617 

11,653 

14,195 

St.  Louis 

7,626 

10,132 

12,156 

Newark 

7,534 

11,734 

14,264 

Honolulu 

7,193 

9,670 

11,766 

Washington  National 

6,304 

7,375 

7,553 

Houston 

6,402 

3,998 

11,379 

Minneapolis 

5,903 

3,343 

10,623 

Pittsburgh 

5,664 

9,298 

12,420 

Seattle-Tacona 

5,272 

6,590 

3,472 

Detroit  Metro 

5,074 

6,974 

3,747 

Las  Vegas 

4,303 

5,939 

7,201 

Phoenix 

4,675 

7,394 

9,430 

Philadelphia 

4,544 

6,117 

7,526 

Tampa 

3,333 

5,282 

6,367 

Orlando 

3,767 

5,592 

7,344 

Charlotte 

3,571 

6,730 

9,414 

Salt  Lake  City 

3,317 

4,246 

5,176 

San  Diego 

3,113 

4,599 

5,721 

*  Includes  U.S. 

certificated 

route  air  carriers, 

foreign  flag  carriers 

supplemental,  , 

air  commuters 

and  air  taxis. 

Source:  PAA  Terminal  Area  Forecasts  FY  35-95. 
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TOTAL  AIRCRAFT  OPERATIONS 
AT  LARGE  HUB  AIRPORTS* 

(In  Thousands) 


Airport 

FY  1983 

FY  1990 

FY  1995 

Chicago  O' llare 

659 

770 

835 

Atlanta 

599 

709 

765 

Los  Angeles 

498 

621 

629 

New  York  Kennedy 

342 

364 

370 

Dallas-Ft.  North 

426 

518 

543 

Denver 

466 

541 

602 

San  Francisco 

349 

394 

395 

Miami 

341 

395 

433 

New  York  LaCuardia 

340 

338 

335 

Boston 

340 

425 

469 

St.  Louis 

343 

425 

460 

Newark 

263 

342 

350 

Honolulu 

326 

396 

450 

Washington  National 

327 

331 

405 

Houston 

330 

402 

439 

Minneapolis 

300 

384 

455 

Pittsburgh 

314 

337 

425 

Seattle-Tacoma 

209 

236 

264 

Detroit  Metro 

271 

363 

420 

Las  Vegas 

297 

366 

433 

Phoenix 

341 

433 

491 

Philadelphia 

321 

338 

444 

Tampa 

272 

333 

365 

Orlando 

159 

205 

232 

Charlotte 

230 

371 

414 

Salt  Lake  City 

273 

331 

428 

San  Diego 

139 

177 

205 

*  Includes  total  Itinerant  and  local  operations  performed  by  commercial  air 
carriers,  air  taxis,  military  and  general  aviation. 


Source:  PAA  Terminal  Area  Forecasts  FY  85-95. 
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PASSENGER  ENPLANEMENTS  AT  LARGE  HUB  AIRPORTS 
AVERAGE  ANNUAL  GROWTH  RATES  FY  1983-1995 


CHAPTER  IX 


YEAR-BY-YEAR  DATA  FOR 
FAA  AVIATION  FORECASTS: 
FISCAL  YEARS  1985-1996 
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V»ar— by— Y«ar  Data  for  F AA  AviaHon  Forecasts 
Fiscal  Years  1985-1996 


Chapter  IX  provides  the  detailed  data  for  the  National  Aviation  and  FAA 
workload  series  forecasted  by  the  FAA  Office  of  Aviation  Policy  and 
Plans.  The  addition  of  newly  certificated  carriers  reporting  to  the  CAB 
since  deregulation,  the  reporting  of  San  Juan  and  Virgin  Island  traffic 
as  domestic,  beginning  January  1,  1931,  and  the  duplication  of  air 
carrier  and  commuter  traffic  in  Tables  2  and  4  should  be  noted.  A  list 
of  airlines  Included  in  the  air  carrier  forecast  data  base  can  be  found 
in  Appendices  A  and  B. 


UNITED  STATES  COMMERCIAL  AIR  CARRIERS 
SCHEDULED  PASSENGER  TRAFFIC(l) 
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UNITED  STATES  CERTIFICATED  ROUTE  AIR  CARRIER 
SCHEDULED  PASSENGER  TRAFFIC(l) 
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TOTAL  AIRBORNE  HOURS 
COMMERCIAL  AIRLINE  LARGE  JET  AIRCRAFT 
BY  AIRCRAFT  TYPE 
(millions) 
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Forecasts  exclude  Alaska  Commuter  Traffic  and  in  foreign  territories. 

Fiscal  year  1982  excludes  Altair  because  of  conversion  to  all  jet  fleet. 

Forecasts  exclude  Air  Wisconsin  and  Empire  Airlines  because  of  predominance  of  jet  aircraft 
in  their  fleets. 


ESTIMATED  ACTIVE  GENERAL  AVIATION 
AIRCRAFT  BY  TYPE  OF  AIRCRAFT  1/ 
(thousands) 
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ESTIMATED  ACTIVE  GENERAL  AVIATION 
AIRCRAFT  B7  FAA  REGION  2/ 
(thousands) 
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♦Source:  FAA  Statistical  Handbook  of  Aviation 

Detail  may  not  add  to  total  because  of  Independent  rounding. 

♦♦Regional  totals  were  adjusted  so  that  they  sum  to  the  national  total 


ESTIMATED  HOURS  FLOWN  IN 
GENERAL  AVIATION  BY  TYPE  OF  AIRCRAFT 
(millions) 


♦Source:  FAA  Statistical  Handbook  of  Aviation 

Detail  may  not  add  to  total  because  of  Independent  rounding 
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*Source:  FAA  Statistical  Handbook  of  Aviation 


3 


co  oo  m  sr  m 


«  «  «  so  CO  CO 


o  o  o 


SB 


i  i 


IU  NJ 

3S  °  8 


N00MNN 
•  •  •  •  • 
cs  ns  cm  «s  cm 
m  m  so  m  so 


on  n  eo  n 
•  •  •  •  • 
cn  m  cn  rs  eo 


sONHNN 
•  •  •  •  • 
•S  CO  CM  Vf>  XT 

ns  CO  SO  os  O 

•t-cnnn 


OS  so  CO  OS  (SI 
•  •  «  •  • 
<n  os  o  o  «n 

MHMnm 

NNNNN 


H  H  'C  rt  CO 
•  •  •  •  « 
H  SO  ns  os  <0 
O  O  O'  CO  Os 
NNHrtH 


so  m  m  h  ns 
•  •  •  •  • 
N  \C  H  Ifl  N 

oo  N.  tn  on  cm 

M<SI<S1<S<CS 


onnosn 
*  •  *  <  ■ 
hns  An 
os  m  h  h  m 
NNn  HN 


nnco 

N-  00  CO 


n  co  n 
OS  OS  O 


NNN 
H  CM  <M 
f-4  cl  .-I 


on  o  ns 

<n  *o  «o 

H  H  H 


<si  <si  os  eo  co  xr  cn  m  cm  hho 


co  n  so  so  m  in 


s  s  <o  >o  «o 


co  n  n 
•  •  • 
sr  cs  eo 
nnn 

SO  sO  SO 


00  O'  N  O  H  Os 


n  oo  s 
os  <si  <n 

so  n-  ns 


SON 
SO  Os  O 
ns  ns  eo 


•»  cs  sr 
<n  so  o 
eo  co  es 


HNOi  Os  Os  CM 


NrtS 
N  O'  O 
nnhi 


os  ns  <n 
•  •  • 
os  in  m 
os  o  H 

HNN 


Oson 
m  m  sr 

NNN 


OS  H  M 
•  •  • 
os  m  m 
os  m  h 
<n  *o  m 


m  so  so 
f-l  <si  «o 
<n  <n  <n 


O'  o  i-l 
m  ns  co 
nnn 


N  N  S 

os  h  cn 

ns  s 


eo  <si  so 

H  <SI  <M 
NNN 


O  H  n 
m  so  n 

CM  CM  CM 


os  to  in 
rs  ^  os 
•n  so  so 


os  m  os 

cm  m  m 

CM  CM  CM 


nss 
CO  os  O 
cm  cm  m 


00  cH  H 
•  •  • 
m  ns  so 

m  cm  so 

ns  co  co 


cm  m  os 

•o  *s  •» 

<M  CM  <M 


onN 


os  ns  co 
h  co  «n 
os  os  o 


s| 

:i8B88i 

O  0  M  iH  iH  H  I-H 

U  U 

•  • 

sea 


*j  m  so  n 
«  CO  CO  CO 
«  os  os  OS 
y  H  H  H 


H  H  H 


sss 

CS  O'  O' 


H  N  W 
O'  ON  O' 
O'  On  ON 


H  H  M 


<t  V)  so 
Os  On  O' 
Os  On  O' 


a 

i-l  O 
cO  *H 
Is  4J 
v  id 

a  «h 
a>ia>  5 
c  o  ■») 


WMOflH 
Cl  CMfl  M 

<■ 


ON  o  M 

n  m  no 

•«•  >o- 


*-i  vo 
N  ON  O 
-$■  -O'  m 


CN  st  CN 
H  f'l  'J 

m  in  m 


co  m  cm 

miON 
m  m  m 


n  H  ON  N  NO 


no  «  N  O  N 

-»  ovo>»n 

in  m  ««•  «tf  -» 


m  m  ^  n  n  n  nnn  is  cm  in 


■sr  in  n» 

•»  UN  NO 

•tf  -«■  sf 


onoo 
eo  c\  o 

■Nfvtm 


H  NO  H 

n  n  m 
m  m  m 


O  r--  <r 

eon 
m  m  m 


nHICNHM 
r-  \o  m  co  cm 
nnoera 


h  m  cm 
so  o  m 
POO 


CM  CN 

o  m  oo 


o  n  n 
n  o  h 
cm  cm  on 


H  CM  NO 
vO  CM  00 
cn  -«•««■ 


in  i-i  fi 

i° « 

go  00 


Sis 

§  w  3 

m 

“  rn 


no  in  eo  O  O 

CNCOCNrIN 
iN|innNO< 
«•!*■»• 
cn  eo  eo  «o  cn 


MOOrlN 
IMONinOMt 
O  CM  CM  CM  CM 

A  «  «  *  « 

O  c%  CN  CN  O 


o  o  o 

OHH 

mt-.CN 


h  n  n 

NO  •-<  cO 
vf  N  O 

AAA 

o  o  o 


o  o  o 

CM  CO  O 
H  N  NO 

AAA 

©  o  o 


N  ^  ON 

cm  cn  oo 
cm  ^  e 


o  o  © 
r-  m  o 
voeoo 


o  o  o 
omit 
H  n  in 


OOH  iH 


enn 
o<h 
c  h  n 


i-l  CM  NO 
CM  N  rl 

in  n  o 


•H  Cn  St  O  H  Cn 

•-I  HONC1S 

o  no  eo  tM  t->  no 

0)  «  *  *  *  « 

01  ©  CN  Cn  cn  O 

O 


in  o  cn 

O  N  CM 
Cn  H  ^ 


CM  P-  N 
O  CM  O 
r-  o  i-l 


r-  cn  co 
cm  f-  no 

NO  co 


H  CN  O 
oo  m  cn 
O  cn  m 


«  a 

0#  X  «H 
3  C 
m  m  v 
u  at 
o  o  u 
x>  u  a  • 

•H  i-t 

>tj  v  3  o 
aw  a 

18  0)  T)  n-l 
M  0)  - 

v  a.  <u 
scow 

18  3  1-1  CO 

wo®  • 

IM  £  >  a  < 
W  01  01  W 
■H  73  0) 

CO  4-1  <H 

O  V  u 

►n  a  x>  w 
£1  10 
<U  4->  U 
73  W  O 

o»  co  a  *j  c 
i  co 
9  00  CO  « 

«  a  o  w  « 
a  *h  u 
o  cj  n  a 
u  «  u  o 
0)  w  o  • 

HUH 

v  e  •a 

3  73  -h  a  • 

In  O  W  « 

3  CO 

4s  O  CD  W 
O  w  V  • 
00  73  -W 

»  aw 
0)  W  cd  CO 
4J  O  Js 
CO  V  u 

B  -7-1 

•H  00  O  CU 
uox:xi 

«  iH  >  *j 

W  4J 

co  CO  tn 

0)  .£> 

.  4-1  CD 
CO  18  73 

cu  W  oj 

«  00  w  I 

*J  nN  NJ  01 

co  i-i  m  a 
«n  3  O  . 

O  73  O 

m  w  a 

on  h 

0)  4-1  Vi 

-C  O  3 

4J  Cn  n  NN 
0)  4J 

c  £  Ki  4-1  i 

•H  4J  <u  O 

£  «  B 

U  £  O  M  , 

■jH  3  73  V 

-  0)  CO 

«  or  Bi 

4J  W  JJ  <H 
CO  V  4-1 
C  w  is  cn 

•H  3  O  W 

Er 

0)  CO  0)  • 

*J  4-1  H  ><| 

3  .O  U 

73  a  CO  CO 

C  co  rH  u 
CO  B-rt  S' 
a  u 
V  ®  >  u 

u  a  co  co 
at  "H 

a  op  w  4-i 
7-c  a  o  o 

oo  v  a 

>H  v 

w  cj  a>  u 

O  4s  In  C 

CO  CO  CO 

JC  W  hi 

U  O  >N  3 

M  h  «  o 
r  nr  o 
>  3  eo  *J  co 


BSt 


Eft 


AL  ITINERANT  AND  LOCAL  AIRCRAFT  OPERATIONS 
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ITINERANT  AIRCRAFT  OPERATIONS  AT  AIRPORTS  WITH 
FAA  TRAFFIC  CONTROL  SERVICE 
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>t  be  added  to  other  categories  In  deriving  total 
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TABLE  25 


er  Mile  Average  Domestic 


Glossary  off  Terms 


AERIAL  APPLICATION 

Aerial  application  In  agriculture  conelsta 
of  those  activities  that  involve  the 
discharge  of  naterlals  fron  aircraft 
flight  and  nlacellaneous  collection  of 
alnor  related  activities  that  do  not 
require  the  distribution  of  any  naterlals* 

AIRCRAFT  CONTACTED 

Aircraft  with  which  the  Flight  Service 
Stations  have  established  radio  connuni- 
cations  contact*  One  count  la  aade  for 
each  en route,  landing  or  departing 
aircraft  contacted  by  Flight  Service 
Station  regardless  of  the  nunber  of 
contacts  aade  with  an  Individual  aircraft 
during  the  sane  flight* 

AIRCRAFT  OPERATION 

An  aircraft  arrival  or  departure  froa  an 
airport  with  FAA  airport  traffic  control 
service*  There  are  two  types  of 
operations — local  and  Itinerant* 

1*  Local  operations  are  perforaed  by 
aircraft  which* 

(a)  Operate  In  the  local  traffic 
pattern  or  within  sight  of  the 
tower. 

(b)  Are  known  to  be  departing  for* 
or  arriving  froa,  flight  la 
local  practice  areas  located 
within  a  20-nlle  radius  of  the 
control  tower* 

(c)  Execute  slaulated  instruaent 
approaches  or  low  passes  at  the 
airport* 

2.  ITINERANT  OPERATIONS* 

All  aircraft  arrivals  snd  departures 
other  than  local  operations. 


AIRPORT  TRAFFIC  CONTROL  TOWER 
A  central  operations  facility  in  the 
teralnal  air  traffic  control  systen, 
consisting  of  s  tower  cab  structure, 
including  an  associated  IFR  rooa  if  radar 
equipped,  using  air /ground  coaaunleatlons 
and/or  radar,  visual  signaling  and  other 
devices,  to  provide  safe  and  expeditious 
■ovenent  of  terninal  air  traffic. 

AIR  ROUTE  TRAFFIC  CONTROL  CENTER  (ARTCC) 

A  central  operations  facility  In  the  air 
route  traffic  control  systen  using 
air /ground  conwmlcations  and  radar, 
primarily  providing  enroute  separation  and 
safe,  expeditious  novenent  of  aircraft 
operating  under  Instrument  flight  rules 
within  the  controlled  airspace  of  that 
center* 

AIR  TAXI  OPERATIONS 
Air  taxi  operations  and  comnuter  air 
carrier  operations  (takeoffs  and  landings) 
carrying  passengers,  nail  or  cargo  for 
revenue  In  accordance  with  FAR  Part  135  or 
Part  121. 

AIR  TAXI  OPERATORS 

Operators  of  snail  aircraft  "for  hire”  for 
specific  trips*  They  operate  under  CAB 
Fart  298  and  FAR  135  which  apply  to 
aircraft  of  12,500  pounds  or  less  except 
under  special  exenptlon. 


m 


AIR  TRAFFIC  HUB 

Air  traffic  hubs  are  not  airports;  they 
are  the  cities  sod  Standard  Metropolitan 
Statistical  Areas  requiring  aviation 
services  and  say  Include  more  than  one 
airport.  Communities  fall  into  four 
classes  as  determined  by  each  community's 
percentage  of  the  total  enplaned 
passengers. 

Large:  1.00  percent  (3,037,206 
passengers  and  over  in  CY  1983). 

Medium:  0.25  percent  to  0.99  percent 
(between  759,302  and  3,037,205  passengers 
in  CY  1983). 

Small:  0.05  percent  to  0.24  percent 
(between  151,860  and  759,301  passengers  in 
CY  1983). 

Nonhub:  Less  than  0.05  percent  (under 
151,859  passengers  in  CY  1983). 

ALL  CARGO  CARRIER 

One  of  a  class  of  air  carriers  holding 
certificates  of  public  convenience  and 
necessity  Issued  by  the  CAB,  authorizing 
the  performance  of  scheduled  air  freight, 
express,  and  mail  transportation  over 
specified  routes,  as  well  as  the  conduct 
of  nonscheduled  operations,  which  may 
Include  passengers. 

APPROACH  CONTROL  FACILITY 
A  terminal  air  traffic  control  facility 
providing  approach  control  service. 

AVAILABLE  SEAT-MILES  (ASM'S) 

The  aircraft  miles  flown  In  each  flight 
stage  multiplied  by  the  number  of  seats 
available  on  that  stage  for  revenue 
passenger  use. 

BUSINESS  TRANSPORTATION 
Any  use  of  an  aircraft  not  for 
compensation  or  hire  by  an  individual  for 
the  purpose  of  transportation  required  by 
a  business  in  which  he  is  engaged. 

*  CERTIFICATED  ROUTE  AIR  CARRIER 

An  air  carrier  holding  a  certificate  of 
public  convenience  and  necessity  Issued  by 

*  the  Civil  Aeronautics  Board  to  conduct 
scheduled  services  over  specified  routes. 
Certain  nonscheduled  or  charter  operations 
may  also  be  conducted  by  these  carriers. 


COMMON  IFR  ROOM 

A  highly  automated  terminal  radar  control 
facility.  It  provides  terminal  radar 
service  In  an  area  encompassing  more  than 
one  major  airport  which  accommodates 
Instrument  flight  operations. 

COMMUTER  OPERATOR 

Operators  of  small  aircraft  of  a  maximum 
size  of  60  seats  who  perform  at  least  five 
scheduled  round  trips  per  week  between  two 
or  more  points  or  carry  mall.  They 
operate  under  CAB  Part  298,  FAR'  135,  and 
at  times  FAR  121. 

CONTRACT  OPERATOR 

An  air  carrier  operating  on  a  private 
for-hire  basis,  as  distinguished  from  a 
public  or  common  air  carrier,  holding  a 
commercial  operator  certificate  (Issued  by 
the  FAA  under  FAR  121)  authorizing  the 
carrier  to  operate  aircraft  over  12,500 
pounds  for  the  transportation  of  goods  or 
passengers  for  compensation  or  hire. 

EXECUTIVE  TRANSPORTATION 
Any  use  of  an  aircraft  by  a  corporation, 
company  or  other  organization  for  the 
purposes  of  transporting  Its  employees 
and/or  property  not  2or  compensation  or 
hire  and  employing  professional  pilots  for 
the  operation  of  the  aircraft. 

FAA  FLIGHT  PLAN 

Specified  Information  relating  to  the 
Intended  flight  of  an  aircraft  that  is 
filed  orally  or  In  writing  with  a  flight 
service  station  or  an  air  traffic  control 
facility. 

FLIGHT  SERVICE  STATION  (FSS) 

Air  Traffic  Service  facilities  within  the 
National  Airspace  System  which  provides 
preflight  pilot  briefing  and  enroute  commu¬ 
nications  with  VFR  flights  assist  lost 
IFR/VFR  aircraft,  assist  aircraft  having 
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emergencies,  relay  ATC  clearances, 
originate,  classify,  and  disseminate 
Notices  to  Airmen,  broadcast  aviation 
weather  and  NAS  information,  receive  and 
close  flight  plans,  monitor  radio  NAVAXDS, 
notify  search  and  rescue  units  of  missing 
VFF  aircraft,  and  operate  the  National 
weather  teletypewriter  systems*  In 
addition,  at  selected  locations,  FSSs  take 
weather  observations,  issue  airport 
advisories,  administer  airmen  written 
examinations,  and  advise  Customs  and 
Immigration  of  transborder  flight. 

FOREIGN- FLAG  AIR  CARRIER 
An  air  carrier  other  than  a  U.S.  flag  air 
carrier  in  international  air 
transportation.  "Foreign  air  carrier"  is 
a  more  inclusive  term  than  "foreign-flag 
air  carrier,"  presumably  including  those 
non-U. S.  air  carriers  operating  solely 
within  their  own  domestic  boundaries;  but 
in  practice  the  two  terms  are  used 
Interchangeably. 

GENERAL  AVIATION 

All  civil  aviation  activity  except  that  of 
certificated  route  air  carriers  and  air 
commuter  operations.  The  types  of  air¬ 
craft  used  in  general  aviation  (GA) 
activities  cover  a  wide  spectrum  from 
corporate  multi-engine  jet  aircraft 
piloted  by  professional  crews  to 
amature-built  single-engine  piston 
acrobatic  planes,  balloons  and  dirigibles. 

IFR  AIRCRAFT  HANDLED 

The  number  of  IFR  departures  multiplied  by 
two  plus  the  number  of  IFR  overs.  This 
definition  assumes  that  the  number  of 
departures  (acceptances,  extensions,  and 
originations  of  IFR  flight  plan)  is  equal 
to  the  number  of  landings  (IFR  flight 
plans  closed) . 

INDUSTRIAL/ SPECIAL  FLYING 
Any  use  of  an  aircraft  for  specialised 
work  allied  with  industrial  activity, 
excluding  transportation  and  aerial 


application.  (Examples:  pipeline  patrol, 
survey,  advertising,  photography, 
helicopter  hoist,  etc.) 

INTERNATIONAL  AND  TDIRITORIAL  OPERATIONS 
Operators  of  aircraft  flying  between  the 
SO  States  of  the  United  States  and  foreign 
points,  between  the  50  States  and  U.S. 
possessions  or  territories,  and  between 
foreign  points..  Includes  both  the 
combination  passenger/cargo  and  the  all 
cargo  carriers  engaged  In  International 
and  territorial  operations. 

INSTRUCTIONAL  FLYING 

Any  use  of  an  aircraft  for  the  purpose  of 
formal  Instruction  with  the  flight 
instructor  aboard  or  with  the  maneuvers  on 
the  particular  fllght(s)  specified  by  the 
flight  instructor. 

INSTRUMENT  OPERATION 

An  aircraft  operation  in  accordance  with 
an  IFR  flight  plan  or  an  operation  where 
IFR  separation  between  aircraft  is  provid¬ 
ed  by  a  terminal  control  facility  or  air 
route  traffic  control  center. 

LARGE  REGIONALS 

Certificated  air  carriers  with  annual 
operating  revenues  of  between  110,000,000 
and  $7 5,000, 000. 

MAJORS 

Certificated  air  carriers  with  annual 
operating  revenues  of  $1, 000, 000, 000  or 
more. 

MEDIUM  REGIONALS 

Certificated  air  carriers  with  annual 
operating  revenues  of  less  than 
$10,000,000. 

NATIONALS 

Certificated  air  carriers  with  annual 
operating  revenues  of  between  $75,000,000 
and  $1,000,000,000. 


OTHER  USE  FLYING 

Use  of  general  aviation  aircraft  for 
purposes  other  than  those  In  specific 
categories,  such  as  business,  personal, 
air  taxi. 

PERSONAL  AND  PLEASURE  FLYING 
Any  use  of  an  aircraft  for  personal 
purposes  not  associated  with  a  business  or 
profession,  and  not  for  hire.  This 
Includes  maintenance  of  pilot  proficiency. 

PILOT  BRIEFING 

A  service  provided  by  the  Flight  Service 
Station  to  assist  pilots  In  flight 
planning.  Briefing  items  may  Include 
weather  Information,  NOTAMS,  military 
activities,  flow  control  information  end 
other  items  as  requested. 

RAP  CON 

Radar  Approach  Control  Facility  (Air  Force) 
RATCF 

Radar  Approach  Control  Facility  (Navy). 

REGISTERED  ACTIVE  GENERAL  AVIATION  AIRCRAFT 
A  civil  aircraft  registered  with  the  FAA 
that  has  been  flown  one  or  more  hours 
during  the  previous  calendar  year. 

Excluded  are  aircraft  owned  and  operated  - 
in  regularly  scheduled,  nonscheduled,  or 
charter  service  by  an  air  carrier 
certificated  by  the  Civil  Aeronautics 
Board  or  aircraft  in  excess  of  12,500 
pounds  maximum  gross  takeoff  weight  owed 
and  operated  by  a  commercial  operator 
certified  by  the  FAA  to  engage  in 
Intrastate  common  carriage. 

REVENUE  PASSENGER  ENPLANEMENTS 
The  count  of  the  total  number  of 
passengers  boarding  aircraft.  This 
include  both  originating  and  connecting 
passengers. 


REVENUE  PASSENGER  LOAD  FACTOR 
Revenue  passenger  miles  as  a  percent  of 
available  seat  miles  in  revenue  passenger 
services,  representing  the  proportion  of 
aircraft  seating  capacity  that  is  actually 
sold  and  utilized. 

REVENUE  PASSENGER  MILE  (RPM) 

One  revenue  passenger  transported  one  mile 
in  revenue  service. 

REVENUE  TON  MILE  (RTM) 

One  ton  of  revenue  traffic  transported  one 
mile. 

SECONDARY  AIRPORT 

An  airport  receiving  approach  control 
service  as  a  satellite  to  a  primary 
approach  control  facility,  or  one  at  which 
control  is  exercised  by  the  approach 
control  facility  under  tower  enroute 
control  procedures. 

SUPPLEMENTAL  AIR  CARRIER 
One  of  s  dess  of  air  carriers  holding 
certificates,  Issued  by  the  CAB,  authoriz¬ 
ing  them  to  perform  passenger  and  cargo 
charter  services  supplementing  the 
scheduled  service  of  the  certificated 
route  air  carriers.  They  are  sometimes 
referred  to  as  nonscheduled  carriers. 

TOTAL  FLIGHT  SERVICES 
The  sum  of  flight  plans  originated  and 
pilot  briefs,  multiplied  by  two,  plus  the 
number  of  aircrsft  contacted. 

U.S.  FLAG  CARRIERS  OR  AMERICAN  FLAG  CARRIER 
One  of  a  class  of  sir  carriers  holding  a 
certificate  of  public  convenience  and 
necessity  Issued  by  the  CAB,  approved  by 
the  President,  authorizing  scheduled 
operations  over  specified  route  between 
the  United  States  (and/or  its  territories) 
and  one  or  more  foreign  countries. 


ACTIVE  COMMERCIAL  AIR  CARRIERS 
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APPENDIX  B 

CARRIERS  NO  LONGER  INCLUDED  IN  AIR  CARRIER  FORECASTS 
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